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“When do we eat?’’ is no wise-crack in many lands across 
the sea. . . But we must keep it just a wise-crack here. 


Our leaders assure us we'll eat reg- 
ularly ... and sufficiently. 


But it isn’t quite as simple as that. 
In fact, the situation is admittedly 
pretty critical. We have the fertile 
fields, of course, to grow what we’ve 
pledged to our Allies plus a sufficiency 
for ourselves ... and our farmers have 
the experience, intelligence and will. 


But there are two unsolved 
problems... 


Manpower ... and transporta- 
tion! 


Much attention is being given to 
manpower less, apparently, to 
transportation. 


With processed food limited, Amer- 
ica must depend largely on fresh food 
... perishables ... which must move 
almost directly from field to market to 
table. The pantry will be painfully 
bare. That’s the year-round prospect 
for the duration and longer. 


So the food for America must keep 
moving steadily, as it’s harvested. 


And that’s a job for Truck- 
Trailers, which already handle 
the bulk of our fresh food and are 
especially geared for swift, flex- 
ible, on-schedule movement. 


Railroads are already loaded with 
essential war hauling. And time rules 
against them for most perishables, now 
that schedules are slowed by conges- 
tion. Tomatoes, carrots, peas can’t 
wait for cars to be spotted, trains to be 
made up, schedules to be cleared. 
They must start promptly and keep 
going ... as they do in Trailers. 


It’s not just a matter of spoilage. 
There’s another important factor... 
food value. Your physician will tell 
you that most vegetables and fruits 
lose their vitamin potency, or nutritive 
value, rapidly ... that they should be 
eaten while as fresh as possible. 


How about long hauls... Louisiana 


to Detroit or Chicago, for example? 
Can Trailers handle these? 


Well, they’ve been doing it, 
efficiently and economically, for 
years. There have been hundreds 
of year-round food-runs of 800, 
1,000, 1,200 miles or more... 
practical from every standpoint. 


Whether your food is brought from 
the next county or across the country, 
you're going to have to depend largely 
on Truck-Trailers to carry it. 


And... unless provision is soon 
made for additional and replace- 
ment equipment... Trailers, re- 
frigerating units, tractors, tires 
and parts ... there may not be 
enough capacity to haul even the 
limited supplies now contem- 
plated! 


What about the existing Trailers? 
Can’t those that have hauled canned 
goods now carry perishables? Many 
can ...if they’re not hauling processed 
food for the Army. But the available 
Trailers can’t handle the volume be- 
cause fresh foods have from two to 
five times the bulk of canned, dried 
and frozen foods. Thus, proportion- 
ately that many more Trailers will be 
needed for the same quantity of food. 


What’s the answer? 


Just this: The production of 
sufficient truck and Trailer equip- 
ment... replacements, additional 
vehicles, tires and parts... to see 
us through. The present stockpile 
is far from adequate. 


There is no time to be lost, of 
course. The situation is right on 
top of us. But if prompt, adequate 
action is taken, there is no danger 
of improperly nourished war 
workers... or a hungry America 
- - . or the query, in seriousness: 


“When do we eat?” 


FRUEHAUF TRAILER COMPANY 


MEMBER AUTOMOTIVE COUNCIL FOR WAR PRODUCTION 
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When Do We Eat? 





A Few Facts About Your 
Food Supply And Its 


Transportation 


The U.S. Department of Agri- 
culture has asked commercial 
growers of vegetables, beans, 
peas, potatoes and sweet pota- 
toes to cultivate 9,202,000 acres 
in 1943—an increase of 1,343,- 
000 acres, or 18 per cent, over 
the reported acreage for 1942. 


The goal for U. S. meat pro- 
duction in 1943 is 17 per cent 
above 1942; for poultry, 28 per 
cent above 1942. 


Trucks and Trailers carry 
more than half of the vegetables 
and fruits to consumers in cities 
and towns. At twelve of the 
largest markets, 47 per cent of 
the receipts are by truck and 
Trailer. Deliveries direct to 
stores increase this figure sub- 
stantially. And there are 54,000 
U. S. communities which have 
no rail service whatever. 


Trucks and Trailers haul two- 
thirds or more of all livestock 
tonnage from farm to market. 
The proportion of poultry is still 
higher. 

[NOTE—The above facts on truck 
and Trailer delivery are from U. S. 


Department of Agriculture statistics 
for 1941.] 





Plan On The High Side! 


Most of our war preparations 
are on the high side . . . and 
justifiably so. An army of 11,- 
000,000 is needed, the Military 
states, to guarantee Victory. 
And with tanks, planes, trucks, 
jeeps, guns, our production 
sights are up .. . never down. 
We mustn’t be caught short. 


But with transportation ... 
especially motor transportation 

. which is admittedly neces- 
sary if the home front is to sup- 
port the war front, the plan- 
ning has consistently been on 
the low side. 


Isn’t this out-of-balance un- 
wise? Shouldn’t all related 
planning be on the high side? 


DETROIT 


Ma: 


J 


a2 | 


mm) 


RLD March 20, 19438 619 





Whole Number 1876 


VOLUME LXXIeNUMBER 12 


Jable of Contents ..... eTTT Duty 
| ef ny 








‘. eee re 621 
al 
S, Decisions of the Commission.................eee00% 623 
a- 
2 Railroad Abandonments ................e0eeeeeee- 625 
ad Pomme Tate OF G. Ti. Cn onc ccecccesccsccccevcans 627 
7 Miscellaneous Traffic Decisions....................- 632 
nt 
an U. S. Supreme Court Decisions..................24. 633 
a RO i are Siac cass ee a ani a aloe seu ieee arora 635 
Ty c 
les ae PROT OMNMNR oo 5.5.55 aik bis ss 0 oid wk Aw eainosen 637 
ies 
the POrGet SUM FUME. aio. ose oasic ses ois ois sd.cies os 639 
of 
" Defense Transportation Orders, Etc................ 644 
Oo 
“i PGtPGVOUMA: TEABAROTUNNIOR: 6.oo.céoiccs 8c cece saeseseeens 645 
ave 
TUG MOU NN oo. nce ag dduisesdesaaeueassiew ss 651 
oon Traffic Law and Procedure—By G. Lloyd Wilson..... 652 
ock 
cet. I I TI nabs 65a sn onecdneccacdsscee 655 
still 
een ae Ge TI GR. no a so ccc ccesncsccccosecs 658 INVEST IN VICTORY... BUY WAR BONDS AND STAMPS 
ruck 
coe Pensenel Mise aml Mates... os... cncsccccisccicce. 660 Our President, as weil as numerous Washington 
Officials and Executives has publicly recognized the 
Docket of the Commission........... sent e eee e eee 662 vital need for keeping motor trucks on the job. To 
this end, Service Men have been recently classified 
| DOCG: TERME FA 652 ono a0 o55c acdsee wc edad 664 a “ yc 
le! as essential war workers. Everyone in the General 
ions Motors Truck organization . .. Dealers, Service Man- 
and agers, Parts Men, Mechanics .. . is responding to 
in this responsibility with all the resources at his com- 
nee mand. These men have at their disposal years of 
icks, 


| | experience with Preventive Maintenance service, 
a WRAPEC WOIR it }D) special truck knowledge and training and specialized 
) . . 

t. 


truck equipment. You can do your part by giving 
Name Registered U. S. Patent Office — Copyright, 1948, Trafie Service Corperation 







- Pa Every > tp ae Gili Seaiee Guencanten: nantes bo best service. Thus, they’ll serve 
es Founded 1907 — 36th Year ; . 
ia ARE E. F. Hamm, Jn, President and Tr. - @ Special oo Payment pore aaa 
plan- Henny A. Parmer, Vice President and Secretary inet 
n on 
Pub Headquarters: 418 S. Market St., Chicago, Ill, U. S. A. x A Picagea | g 
es ashington, D. C., Office: 1023-28 Earle Building : : i ed 
Tene EERE ETERE HERES EereEeT ES EEnaE a] 
lated =F EDITORIAL AND BUSINESS STAFF het CONSERVATION CORPS. mle ut fies 
side? aon nee 
. A. PALMER S. H. Smrrn, 
Editor Chief, Wash. News Bureau The Truck of Value 


Rosert J. Bayer, Assistant Editor 


R. R. Lernem, Mar., Special Service Dept., Washington 
D. J. Hansen, Circulation Mgr. Emu. G. Srantey, Advertising Mgr. 
= « Advertising Representatives: R. W. Ciassen, J. B. Cox G ASOLINE - DIESEL 


Published weekly by THs Trarric Smevics Corr.. 418 S._ Market St.. Chicago, Il. tered as 
second class matter January 1. 1913. at the postoffice at Chicago. Ill.. under the of ie 3. 1878 








TRAFFIC WORL) 





TRAFFIC 
WORLD 


Henry A. Palmer, Editor 


MARCH 20, 


1943 


Government Planning 


When the National Resources Planning Board last 
® fall made its report with respect to “transporta- 
tion and national policy’”’ we were disposed not to take 
it too seriously, for the reason that it was vague and 
indefinite and that nobody was really recommending 
anything, though it was true that some ideas had been 
put forth that might serve as a basis later for some- 
thing that might be definite—and dangerous. We have, 
therefore, not been in sympathy with discussions of the 
report based on the idea that it looked definitely toward 
government ownership or any other sort of paternalistic 
control of transportation. 

But now the planning board has come through 
with another report on post war planning, including 
recommendations relating to transportation, based on 
its report of last fall. These recommendations, though 
still somewhat hazy and ill-formed, are, nevertheless, 
positive, and while, in and of themselves, they may not 
all be foolish or unwise, they are dangerous in that they 
show the determination of those now in power to do 
the planning instead of, perhaps, merely advising trans- 
portation men what they themselves ought to do. 

If there ever was anything plain it is that those 
now in power in government intend, whatever their 


underlying motives may be, to do the post war planning 
in business as in world politics, and in transportation as 
in other business. And what is just as plain is that, if 
business, including the transportation business, does not 
itself come forward with workable and sound plans, 
these government planners will be successful. 

After the war is over we shall have many serious 
problems. One of them will be the reestablishment of 
economic production and the employment of millions 
of men who, without some such business program, will 
be out of work. One thing to us seems certain. That is 
that this country will not permit millions of men to be 
demobilized from combat service and war industry 
employment to walk the streets without work and draw 
their sustenance from bread lines. Either business must 
offer them employment, or the government will not 
only be permitted but compelled to do so—or there will 
be something like a revolution. What, then, to do?. 

The Committee for Economic Development, of 
which Paul G. Hoffman is chairman and Ralph Budd is 
one of the regional chairmen, has made a notable start 
in what might be called post war planning from the 
business end. Its task is to awaken business men to the 
job that will confront them and inspire them with the 


OUR PLATFORM 
(THE LONG HAUL) 


A revised system ef transportation regulation based on 
modern competitive conditions, instead of patehwork amend- 
ment of the old law to make it apply te new transport 
agencies; less, instead of more, gevernment control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
Dortation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as te whether cemmercial moter vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport fer the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do eeatting by 
way of group operating economies to help themselves and ce- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

Interstate Commerce Commission composed ef men, 
not only of good character and general ability, but with seme 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay fer work not done. 

ll the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that re 
must equip themselves to give the sort of service that wil) 
justify employing them. 


(THE SHORT HAUL) 


_Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
Problem by the board created by Congress to make recom- 
mendations for legislation. 
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Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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desire and purpose of undertaking it, not only for their 
own preservation but for the good of the country and 
the maintenance of its free enterprise system. It, of 
course, suffers from the handicap of an unfriendly at- 
mosphere so far as those in present control of govern- 
ment are concerned and—or so it seems to us from our 
limited knowledge of its procedure—from lack of defi- 
niteness. It is not enough to inspire men with the 
desire to retain free enterprise; some definite plans 
along which they may work must be offered them. 
These may develop, but the time may be short, espe- 
cially in view of the fact that the government planners 
are at work and their plans, so far as meeting the 
unemployment situation are concerned, envisage noth- 
ing but the “make-work” policies of former New Deal 
days when millions of men were idle. 

Some form of government aid may be necessary 
in the early days of reconstruction after the war, but 
permanent plans based on any such system will result 
in nothing good. Prosperity in this country, to be last- 
ing and of any value, must be built on sound commer- 
cial business policies. The work that is done must be 
constructive. Men must be employed in making things 
for consumption by the public—not in building unpro- 
ductive edifices that add nothing to the public wealth. 
This, it seems to us, is axiomatic. It will be too bad if 
business, which has done and is doing a tremendous job 
in this war emergency, does not see that it has a job 
of equal importance to do after the war—and that it 
can do it if it will think and act accordingly. 

Reverting for a moment to details of the recent 
report of the National Resources Planning Board, 
though its general tenor is plain, its vagueness of which 
we spoke is illustrated by what it says of air transport 
expansion. It calls for the immediate planning of an 
expanded and integrated system of airports and airways 
for both passenger and freight service. Why? Who 
knows what the commercial demand for such transport 
after the war will be? The expansion should be planned 
to fit the demand, not in order to create a demand. And 
who is to pay for all this expansion? The government, 
to be sure—which means the taxpayers. This is the 
difference between the planning of starry-eyed bureau- 
crats and business men. Business men would, if not 
wait for the demand to materialize, at least estimate it 
to the best of their ability and plan accordingly. But 
many so-called “business men,” we fear, are beguiled 
by pictures of what they may get for their communities 
through government prodigality in the expenditure 
of public money under the guise of making work for 
the unemployed. It will be the job of the Committee 
for Economic Development and of others who think 
straight to convince them of their folly. 


Nothing could better illustrate the incompetence 
with which President Roosevelt deals with figures and 
facts and his demagogic tendencies than his utterances 
with respect to the suggestion that we forego collection 
of 1942 income taxes and go at once on a pay-as-you-go 
basis. This, he says, would benefit the rich. Of course, 
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it would benefit nobody except the man or business, 
rich or poor, big or little, that happened to earn more 
in 1942 than he or it would earn in 1943, and the estate 
of the man who, if he dies now, would, under the present 
system, owe for 1942 income taxes. And this would 
wash itself out in a year. Whatever else may be said 
against the Rum plan of “forgiving” 1942 income taxes, 
it is not a scheme to “benefit the rich.” We suggest 
that President Roosevelt employ Joel Kupperman as an 
assistant in arithmetic. 


The American Trucking Associations, Inc., is to be 
congratulated on its acceptance of the invitation to par- 
ticipate in the Perfect Shipping Month campaign. The 
invitation was somewhat belated and acceptance in- 
volved going along with plans on which it had not been 
consulted, which makes the willingness to participate 
all the more generous. It is to be hoped that next year 
the motor transport industry will be recognized from 
the start in this worthy enterprise. 


Rodgers versus Pelley 


The pot may call the kettle black, and even be 
right about it, but that does not make the pot 
white. The question now between the Association of 
American Railroads and the American Trucking As- 
sociations, Inc., is not whether the former ever told a lie, 
but whether the latter is telling one when it advertises 
that, “with one-twentieth of the railroad capacity, 
trucks haul one-fourth the load—in less than half the 
time.” Anyone who knows anything about transporta- 
tion knows that this is not true, no matter how many 
figures are juggled to prove that it is. 

We rather resent, in a passing and mild way, the 
insinuation by President Rodgers, of the A. T. A., that 
we (if he was referring to us, as he undoubtedly was) 
accepted as Gospel the views of President Pelley, of 
the A. A. R., on this matter and that we had no thought 
or interest in the other side of the story. No one who 
reads this publication and has any regard for the truth 
can say that we accept Mr. Pelley or the A. A. R. as 
Gospel. We merely, out of our own good sense and 
knowledge of the subject, judged Mr. Pelley right in 
this instance. Moreover, we made every effort to get 
the A. T. A. reply to Mr. Pelley, but that was impossible 
until this week, for the reason, as Mr. Rodgers himself 
points out, that he was “absent from the city.” 

We note Mr. Rodgers’ suggestion to Mr. Pelley that 
‘t would have been much more desirable to discuss this 
matter over the luncheon table than in the public prints. 
No doubt Mr. Pelley feels the same way about the 
A. T. A. advertisement that he criticises. 


BIDS ON RAIL SECURITIES 

Senator Shipstead, of Minnesota, has introduced S. 874, 
directing the Interstate Commerce Commission not to authorize 
the issuance of any securities by any common carrier by rail- 
road subject to the interstate commerce act, as amended, “un- 
less, in connection with the offering of such securities for sale, 
there is a public invitation for bids therefor, and unless such 
securities are to be sold as a result of competitive bidding and 
not pursuant to a privately negotiated contract.” 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Modern Transfer Rights Purchase 


The possibility of control of the freight operations of Le- 
high Valley Transit Co., an electric railway company, by a mo- 
tor carrier, was noted by the Commission, division 4, in MC 
F-1872, Modern Transfer Co., Inc.—Purchase—Lehigh Valley 
Transportation Co., in approving the purchase by Modern of 
certain operating rights and property of Lehigh Valley Trans- 
portation Co., a motor carrier owned by the railway, and in 
approving only so much of the related operating agreement 
between Modern and the electric railway company as might 
be carried into effect without resulting in such control, or with- 
out violating the common carrier obligations of the railway, or 
of Modern. In a proposed report in the proceeding, Examiner 
Frank A. Clifford had recommended denial of the application, 
saying that the chief objection was to the proposed operating 
agreement between Modern and the railway company. It was 
not clear, his report said, which would conduct and be responsi- 
ble for rail transportation under the freight exchange agree- 
ment, and that Modern would receive a decided shipping pref- 
erence over the general public in charges for transportation 
performed by the railway (see Traffic World, Nov. 28, 1942, 
p. 1279). The railway controlled Lehigh Valley Transportation 
Co., the report pointed out. 

The motor rights which Modern acquires from Lehigh Val- 
ley Transportation Co. are as to general commodities, with 
exceptions, between points and places in Pennsylvania within 
15 miles of Allentown, and including Allentown, those in the 
townships of Upper Mount Bethel, Lower Mount Bethel, Wash- 
ington, Plainfield, Bushkill, and Forks, in Northampton county, 
those in the townships of East Rockhill, West Rockhill, and 
Hilltown, Bucks county, and those in the townships of Fran- 
conia, Hatfield, Montgomery, and Upper Gwynedd, Montgomery 
county; and between the points in the aforementioned Penn- 
sylvania territory, on the one hand, and, on the other, points 
and places in New Jersey within ten miles of Phillipsburg, in- 
cluding Phillipsburg. The agreement also covers office furni- 
ture and equipment, belonging to the electric transit company, 
and freight interchange agreements of the electric railway with 
other carriers. The railway agrees to transport all freight ten- 
dered by Modern for movement between stations on railway’s 
line, for which Modern agrees to pay 15 cents a car-mile, empty 
or loaded, plus 40 cents a net ton, subject to a minimum monthly 
payment of $1,083, all such freight to be entirely under the con- 
trol of Modern, and Modern has free use for a five-year period 
of the railway’s freight terminal properties at Upper Darby, 
Allentown, and Easton. The instant report noted also that 
Modern would have ‘practically exclusive use of railway’s 
other rail freight transportation facilities and services on an 
out-of-pocket cost basis,” and would conserve its motor equip- 
a. by diverting about 80,000 pounds of freight daily to the 
rail line. 

_The report said that at the original hearing it was ex- 
plained that the railway, in order to preserve its common car- 
rier franchise, would continue to operate on its own account to 
the extent that it might be called on to render service for ship- 
pers other than through Modern, in which event all revenues 
received by it under its published tariff rates would be turned 
over to Modern and credited against the amount due the rail- 
way for physical transportation under the operating agree- 
ment. At the further hearing, the report said, it was explained 
that the agreement intended to set up a truck-rail service in a 
manner similar to the more limited combination service which 
had been provided by the railway and Lehigh Valley Trans- 
portation Co., under joint rates. It said that it had been stated 
that the status of Modern would in effect be that of a common 
connection carrier participating under joint rates in the through 
movement of traffic, and shippers would have strengthened as- 


surance against loss because of the right of action against both 
Modern and the railway. 


APEX EXPRESS RIGHTS 

. The Commission, division 4, by a report and order in MC 
F-2035, Willard Sulzberger Motor Co.—Purchase—Apex Ex- 
press, Inc., has denied authority to Sulzberger Motor to pur- 
chase operating rights of Apex as to general commodities be- 
tween Philadelphia, on the one hand, and, on the other, Tren- 
ton and Newark, N. J. The report said that the effect of the 
transaction would be to give Sulzberger Motor addi- 


tional common carrier authority to serve Philadelphia in trans- 
porting the same commodities it was authorized to transpor. 
to and from Philadelphia as a contract carrier, thus present- 
ing an opportunity for discriminatory practices ‘The report 
also said that there had been as yet no finding made that the 
present dual operations of Sulzberger Motor were consistent 
with the public interest. 


NEW HAVEN REORGANIZATION 


The Commission, division 4, by a report and order in No. 
10992, New York, New Haven & Hartford Railroad Co. Reor- 
ganization, has approvel budgets of proposed expenditures, from 
Feb. 1, to April 30, 1943, by the preferred and common stock- 
holders’ committees of $2,092.40, and $2,199.80, respectively. 
The proposed budgets were $2,271.10, and $2,378.50. 

Webster & Atlas National Bank of Boston, trustee for the 
mutual savings bank group committee, and S. Lewis Barbour, 
trustee of the estate of the Boston Terminal Co., have filed an 
identical petition in Finance No. 12131, Boston & Providence 
Railroad Corporation Reorganization, and in Finance No. 10992, 
New York, New Haven & Hartford Railroad Co. Reorganiza- 
tion, asking that the Commission direct its Bureau of Valuation 
to file a report dated Jan. 13, 1943, relating to certain elements 
of value of property owned by the Boston Terminal Co., in these 
proceedings. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeooraphed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Clothes Pins and Dry Goods 


I. and S. M-2057, Clothes Pins and Dry Goods from West 
Virginia to Pennsylvania Points. By division 3. Reduced any- 
quantity contract carrier minimum rates of 40 cents on clothes 
pins from Richwood, W. Va., to McKeesport and Pittsburgh, 
Pa., and 48 cents on certain items of dry goods from Bluefield, 
W. Va., to McKeesport, proposed by Inter-City Transport & 
Motor Co., Inc., of Buckhannon, W. Va., unjust and unreason- 
able to the extent they would be applied on shipments of less 
than 10,000 pounds of clothes pins and 15,000 pounds of dry 
goods. Suspended schedules ordered canceled on or before 
April 15 and proceeding discontinued without prejudice to the 
filing of new ones in accordance with the findings. Dissenting 
in part, Commissioner Patterson said both the 40-cent and the 
48-cent rates should be made subject to a minimum of 15,000 
pounds. 

Potatoes 


Fourth section application No. 19522, Potatoes to the South, 
embracing fourth section application No. 19985. By division 2. 
Authority granted in No. 19522, by F. S. O. No. 14886, on con- 
ditions, to establish and maintain rates on potatoes, other than 
sweet, in carloads, from points in New England and trunk-line 
territories to points in southern Virginia, North Carolina, South 
Carolina, Georgia, Florida, and northeastern Tennessee, without 
observing the long-and-short-haul part of the fourth section. 
Temporary relief, as to rates proposed in No. 19522, was given 
by F. S. O. No. 14485, becoming effective Jan. 31, 1942. Relief 
sought by No. 19985 to maintain present rates on potatoes from 
stations, New Church, Va., to Cape Charles, Va., inclusive, to 
southern points, and between points in southern territory, that 
were higher than rates from more distant points north of the 
Virginia stations, denied. 

Chicory Roots 

No. 28635, R. E. Schanzer, Inc., vs. Alabama Great South- 
ern. By division 3. On further consideration, all-rates on chic- 
ory roots, dried, not crushed or ground, in carloads, from Lin- 
wood and Bay City, Mich., to New Orleans, La., found unrea- 
sonable and unduly prejudicial. Reasonable rates prescribed for 
the future. Rail-barge rates on chicory roots, dried, not crushed 
or ground, from and to the same points, found unduly preju- 
dicial. Findings in prior report, 251 I. C. C. 393, reversed. 


Potash 


*Fourth section application No. 19445, Potash from Wend- 
over, Utah, to the East, embracing fourth section application 
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No. 19713. By division 2. Authority granted by F. S. O. 14883, 
on conditions, to establish and maintain rates on potassium 
(potash), in carloads, from Wendover, Utah, to points in the 
United States, embraced in eastbound transcontinental groups 
A to M, inclusive, as described in item 34 of Kipp’s tariff 
I. C. C. 1469, without observing the long-and-short-haul part 
pre ny fourth section. Temporary relief was given by F. S. O. 


Manganese Ore 


*Fourth section application No. 19114, Manganese Ore to 
West Virginia. By division 2. Authority granted by F. S. O. 
14885, on conditions, to establish and maintain import rates on 
manganese ore, in carloads, from Albany and New York, N. Y., 
Boston, Mass., and Philadelphia, Pa., and points grouped there- 
with, to Alloy and Glen Ferris, W. Va., without observing the 
long-and-short-haul part of the fourth section. Temporary re- 
lief was given by F. S. O. 14459. 


Shoes 


I. and S. No. 5103, Shoes from Brockton, Mass., to Brook- 
lyn, N. Y. By the Commission. On further hearing, finding 
in prior report, 251 I. C. C. 793, that the proposed reduced 
rate of 63 cents, minimum 12,000 pounds, on boots and shoes 
from Brockton, Mass., to Brooklyn, N. Y., was not shown to 
be just and reasonable, affirmed. Schedules filed by the New 
Haven to become effective Jan. 31, 1942, and suspended until 
Aug. 31, 1942, ordered canceled and proceeding discontinued. 
The report said that the “record is persuasive that a carload 
minimum weight which is so unrelated to the actual loading 
capacity of this commodity, admitted by respondent to range 
from 24,000 to 30,000 pounds in 40-foot cars, would result in 
the inefficient use of equipment.” 


P.R.R. Signal Changes 


*No. 28000, Sub. 91, Application for Approval of Proposed 
Modifications of Systems or Devices under Section 25 (b) of 
the Interstate Commerce Act. By division 3. Application of the 
Pennsylvania Railroad Co. for approval of modifications of 
manual block signal system at Waterford, Garland, Wilcox, 
and Howards, Pa., to provide for part-time onening and closing 
of block stations and establishment of block-limit stations when 
closed, depending on fluctuations of traffic, granted. 


Corn Syrup 


*Fourth section application No. 19370, Corn Syrup to Don- 
aldsonville, La. By division 2. Authority granted by F-.S.O. 
14889, on conditions, to establish and maintain rates on corn 
syrup, in carloads and in tankcar loads, from points Illinois. 
Iowa, and Missouri to Donaldsonville, La., over routes operated 
in part west of the Mississippi River. without observing the 
long-and-short haul provision of section 4. Temporary relief 
was granted by F.S.O. 14520. 


Commission Motor Reports 


‘An asterisk before the docket number means that the report 
wil not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 17781, C. E. Buete & Sons, Inc.,-Washington, D. C., con- 
tract carrier. Permit granted. Continuance in operation, in 
the transportation under individual contracts or agreements 
with operators of grocery stores, food business houses, drug 
stores, hospitals and hotels, of such merchandise as is dealt in 
or used by those businesses, between Wahington, D. C., Fred- 
ericksburg and Richmond. Va.. Baltimore, Md., and Perth Am- 
boy, Asbury Park and New Brunswick, N. J., over irregular 
routes, through Pa. and Del. for operating convenience. 

*MC 25798, Clay Hyder, Hendersonville, N. C.. common 
carrier. Certificate granted. Continuance of operation. speci- 
fied commodities, from, to ard between specified points and 
ereas in Fla.. Ga., N. C. and S. C. 

*MC 30205. A & B Fast Freight, Inc., Akron, O., common 
carrier. Certificate ranted. Continuance of operation, gen- 
eral commodities, with exceptions, between points in O.. Pa.. 
N. Y.. Md. and D. C. 

*MC 41111. Finot Transfer Co., Inc., St. Louis. Mo., com- 
ron carrier. Certificate granted as to cortinuance of onera- 
‘an. general commodities. between points within the St. Louise 
Mo., commercial zone, and clay products, sewer pipe, cement 
mortar, and iron and steel articles from St. Louis to point 
‘yn St. Clair and Madison counties, Ill.. within 25 miles of St 
Touis. The revort found that the holding by anvlicant of th 


certifimate and a permit previously issued would be consisten |; 


with the public interest and the national transportation policy 


‘ 


t 
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*MC 45485, Union Van Corporation, New York, N. Y., com- 
mon carrier. On further hearing, findings in prior report, 27 
M. C. C. 633, denying “grandfather” rights, affirmed and ap. 
plicant found to have failed to establish that it was entitled 
to a certificate as a common carrier of any commodities be- 
tween any points under the “grandfather” clause. 


*MC 10761, TransAmerican Freight Lines, Inc., Detroit, 
Mich., common carrier, embracing Sub. 3, Same, extension. On 
further hearing in MC 10761, certificate granted as to contin- 
uance of operation, general commodities, with exceptions, be- 
tween Pittsburgh, Pa., and New York, N. Y., and in MC 10761, 
Sub. 1, as to general commodities, with exceptions, between 
Pittsburgh and Harrisburg, Pa. 


*MC 13036, Sub. 1, Albert W. Casperaites, Atlantic City, 
N. J., extension. Certificate denied. Dressed poultry, dairy 
products, eggs and meats between Philadelphia, Pa., and At- 
lantic City, N. J., over U. S. highway 30, serving all interme. 
diate points, and specified off-route points in N. J. 


*MC 15737, Atlantic Coast Freight Lines, Inc., Baltimore, 
Md., common carrier, embracing Sub. 1, Same, extension, MC 
84775, White’s Express Co., Inc., common carrier, MC 78780, 
L. E. White. dba White Transportation Co., common carrier, 
and MC 78755, Harry F. White, dba Union Freight Terminal, 
common carrier. Certificate granted as to continuance of op- 
eration in MC 15737, general commodities, with exceptions, be- 
tween New York City and points in N. J., within 10 miles 
thereof, on the one hand, and points in Va., on the other, and 
extension of operation in MC 15737, Sub. 1, as to general com- 
modities, with exceptions, between Baltimore, Md., and Buffalo, 
N. Y., serving Rochester, N. Y. Applications in MC 78780 and 
ard MC 84775 denied under the “grandfather” clause and appli- 
cation in MC 78755 dismissed. 

*MC 46581, Pittsburgh-Southern Motor Freight, Inc., Pitts- 
burgh, Pa., common carrier embracing MC 39937, Same, com- 
mon carrier. Certificate granted in MC 39937 as to general 
commodities, with exceptions, between Pittsburgh, Pa., and 
Baltimore. Md., and application in MC 46581 denied under the 
“grandfather” clauses. 


*MC 79135, Sub. 2, Cositt Motor Express, Inc., Hamilton, 
N. Y., extension. Certificate granted. Potatoes, from points 
in N. Y. to points in Pa., Md., N. J., Va., W. Va. and D. C;; 
spray materials, insecticides, and fertilizer from Baltimore. 
Md.. Carteret and Bound Brook, N. J., to points in N. Y.: coal 
from points within a 25-mile radius of Scranton, Pa., excluding 
Scranton, to points within a 25-mile radius of Hamilton. N. Y., 
excluding Hamilton; and petroleum products, in containers, 
from Bavonne, N. J., to Sherburne, N. Y. 


*MC 59875, William Albert Stackpole, Manchester, N. H.. 
exmmon carrier. On further hearing, findings in prior rerort. 
27 M. C. C. 810. modified, and certificate granted as to contin- 
vance of operations, general commodities, with exceptions, be- 
tween specified points in N. H., on the one hand, and points in 
Mass., N. J. and N. Y.. on the other, and specified commodities 
from and to specified points in Conn., Mass., N. H., N. J. 
N. Y., BR. T..and Vt, 


*MC 103043, Missouri Pacific Transportation Co., St. Louis, 
Mo., common carrier, embracing Sub. 1 and Sub. 2, Same, ex- 
tensions. On reconsideration, findings in reports in 32 M. C. C. 
892. and later, modified to authorize operation as a common 
carrier of baggage of passengers who are transported by ap- 
plicant in other vehicles, or newspapers, and of general com- 
modities moving in express service in separate vehicles from 
those in which passengers are transported between specified 
points in Ark. and La., subject to specified conditions. 

*MC F-1894. Valley Motor Lines, Inc., Fresno, Calif., Lease, 
Pierce Auto Freight Lines, Inc.. Portland, Ore. Authorizes lease 
by the former for 2 years of certain operating rights of the 
latter, subject to the condition that the narties shall notify the 
Commission in event of proposed cancellation of the lease be- 
fore expiration of the 2-year term. 


| ; Commission Water Reports 


(An asterisk before the docket number means that the report 

‘pill not be printed in full in the permanent series of Commission 

reports. Mimeographed copies of such reports in full may be ob 
tained by prompt application to the Commission.) 


y *W-698, Coast & Inland Navigation Corporation. NeW 
i! Vork, N. Y., Contract Carrier Application, embracing W-488 
4 M>niel C. Robinson. Inc., Contract Carrier Application. By 4 
‘ston 4. Applications denied. effective June 2. Coast & In 
end Navigation Corporation found not to have been in bona 
Sde operation on Jan. 1, 1940, as a common or contract carrie! 
by water, in the performance of transportation subject to the 
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provisions of part III of the act, and Daniel C. Robinson, Inc., 
found not to have been in bona fide operation on Jan. 1, 1940, 
as a common or contract carrier by water and not to have 
proven public convenience and necessity or that such opera- 
tion would be consistent with the public interest and the na- 
tional transportation policy. Both corporations, controlled by 
Daniel C. Robinson, their president and principal stockholder, 
sought authority to continue operations as contract carriers 
of certain commodities between points on the Gulf of Mexico 
coast, the Atlantic coast, the Hudson River, the Erie Canal 
and the Oswego Canal of the New York State Canal System, 
and the Great Lakes. 


*W-334, Coney Island, Inc., Common Carrier Application. 
By division 4. Certificate granted, effective June 2, as to con- 
tinuance of seasonal operations as a common carirer by water, 
py self-propelled vessel, in transportation of passengers on ex- 
cursions (a) on the Ohio River to and from Coney Island (Cin- 
cinnati), O., from and to Lawrenceburg, Ind., and Augusta, Ky., 
and (b) out of points on the Ohio and Mississippi Rivers be- 
tween Marietta, O., and Memphis, Tenn., inclusive, and return 
to such points without stop for discharge of passengers. Appli- 
cant’s operations between Coney Island park, on the one hand, 
and the mooring at the foot of Broadway in Cincinnati, and 
Covington and Newport, on the other, were found not subject 
to the provisions of part III of the act by reason of the exemp- 
tion provided in section 303(g). The application to the extent 
it related to such operations was dismissed. 


*W-79, Harry A. Killian, Teaneck, N. J., Contract Carrier 
Application. By division 4. Permit denied, as to continuance 
in operation, on a finding that, although applicant operated 
within the scope of the act on the statutory date, it has not 
been in bona fide operation continuously since that date as a 
common or contract carrier by water in the performance of 
transportation subject to part III of the act. 


*W-378 Detroit & Cleveland Navigation Co., Detroit, Mich., 
Applications. By division 4. Certificate granted, as to con- 
tinuance in operation as a common carrier by self-propelled 
vessels during the season of navigation on the Great Lakes, in 
the transportation of passengers and commodities generally 
between Detroit, Cleveland and Buffalo; passengers and their 
automobiles, on excursion cruises, between all ports and points 
on Lake Erie, Lake Huron anl Lake Michigan and interconnect- 
ing and tributary waterways not including Lake Superior; and 
automobiles between Detroit and Erie, Pa. 


*W-629, Ramona Tow Boat Co., Inc., Portland, Ore., Com- 
mon and Contract Carrier Application. By division 4. Cer- 
t'ficate granted. Continuance in operation in the towage of 
logs and piling, in rafts, and boomsticks, between ports and 
points along the Willamette River and tributary waterways 
below the mouth of the McKenzie River, and the Columbia 
River and its tributaries from North Bonneville to Astoria, 
Ore., inclusive. The report said that as the record showed that 
since prior to Jan. 1, 1940, applicant had voluntarily restricted 
its operations to the operations aforementioned, its application 
would be denied to the extent that authority was sought to tow 
commodities other than those aforementioned on the Columbia 
River above North Bonneville. 


*W-700, Coyle Lines, New Orleans, La., Common Carrier 
Application. By division 4. Certificate granted, effective May 
31, as to continuance of operation as a common carrier by self- 
propelled vessels and by non-self-propelled vessels with the use 
of separate towing vessels in the transportation of commodities 
generally and by towing vessels in the performance of towage, 
between ports and points along the Gulf Intracoastal waterway 
from Apalachicola, Fla., to Galveston, Tex., inclusive, its tribu- 
tary waterways, and the Mississippi River below and including 
Plaquemine, La., but not including the Mobile River above 
Chicasaw, Ala. Applicant was found to have been engaged in 
such operations on Jan. 1, 1940, and continuously since, except 
for an interruption of service over which it had no control. 
Applicant also has been permitted to extend its operations be- 
tween Galveston and Corpus Christi, Tex., under the proviso of 
section 309(d) of the act. 


_W-600, Eastern Transportation Co., Contract Carrier Appli- 
cation. On reconsideration, findings in prior report, 250 I. C. C. 
505, modified to authorize continuance of operation as a com- 
mon carrier by non-self-propelled vessels with the use of sepa- 
rate towing vessels in the transportation of commodities gen- 
frally, and by towing vessels in the performance of towage be- 
tween ports and points along the Atlantic coast and inland 
tributary waterways (not including the New York State Canal 
System) from Maine to Pamlico Sound, inclusive. In the prior 
report, the Commission refused to grant applicant separate au- 
thority to engage in towage. The Commission has entered an 


order vacating the prior certificate. The new certificate takes 
effect May 29. 
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Railroad Abandonment 


Catasauqua & Fogelsville Railroad Co., and Reading Co., 
jointly have asked the Commission, in Finance No. 14145, for 
a certificate permitting abandonment by the former of its 
Gehman branch in Berks county, Pa., 1.04 miles, and abandon- 
ment of operation thereof by the latter. Applicants said there 
was lack of public need for the line. 


Santa Fe Northwestern 


By a report and certificate in Finance No. 14089, Santa Fe 
Northwestern Railway Co. Abandonment, the Commission, divi- 
sion 4, has permitted abandonment by the Santa Fe Northwest- 
ern of its entire line of railroad in Sandoval county, N. M., 
extending from Bernalillo to west Bernalillo, 1.2 miles. 


T. & P. 


The Commission, by a report and certificate in Finance 
No. 13319, Texas & Pacific Railway Co. Abandonment, the 
Commission has permitted abandonment of a portion of the 
railroad’s so-called Eunice branch, extending from Ville Platte 
to the end of the branch at Eunice, in Evangeline and Saint 
Landry parishes, La., approximately 15 miles. The Commission 
reserved jurisdiction for two years for the protection of em- 
ployes who might be adversely affected by the abandonment. 


Colorado Action 


Senator Millikin and Representative Rockwell, of Colo- 
rado, have inserted in the Congressional Record the text of a 
joint memorial of the Colorado legislature, protesting against 
“any future or further abandonment of railroads in the state 
of Colorado, whether narrow-gauge or otherwise,” and against 
substitution of truck service for rail service, on the ground that 
“such abandonments must have an adverse effect upon the 
transportation facilities of the state, with a resultant unfavor- 
able deterrent upon the state’s war effort.” 

In its preambles, the memorial contained the assertions 
that the railroads furnished transportation vital to the war 
effort and the national defense, that the narrow-gauge railroad 
between Antonito, Colo., and Santa Fe, N. M., had been aban- 
doned, and that at various times there had been discussions 
and requests for the abandoriment of railroads connecting An- 
tonito and Durango, Colo., and Alamosa and Salida, Colo. 

Senator Millikin, of Colorado, has placed in the Congres- 
sional Record the text of a joint memorial of the Colorado 
legislature, protesting against ‘‘any present, future, and further 
requisitioning of narrow-gauge locomotives and other railroad 
equipment in the state of Colorado which would have an ad- 
verse effect upon the transportation facilities of this state.” In 
its preambles, the memorial contains the assertion that the 
federal government has heretofore requisitioned and taken 
seven of the largest and newest type of narrow-gauge locomo- 
tives from lines of the Denver & Rio Grande Western in south- 
western Colorado, leaving 41 narrow-gauge engines in the 
possession of that railroad. 

The Colorado legislature avers, further, that the U. S. 
army is now endeavoring to requisition three more of the larg- 
est and newest type of the D. & R. G. W. narrow-gauge loco- 
motives, and that if those locomotives are taken from the 
service of that railroad the D. & R. G. W. will be unable ade- 
quately to transport “such vital war necessities as crops, live 
stock, and strategic metals.” 


Cc. B. and Q. 


The Chicago, Burlington & Quincy Railroad Co., in Fi- 
nance No. 14146, has asked the Commission for a certificate 
permitting abandonment of its branch line between Tecumseh 
Junction and Rockford, Neb., and its operation, under trackage 
rights, over the line of the Chicago, Rock Island & Pacific, be- 
tween Rockford and Beatrice, Neb., a total distance of about 
32.5 miles. Applicant said that for several years its operations 
over “this trackage” had been conducted at a loss which now 
amounted to about $20,000 a year. It proposes to dismantle 
the trackage owned by it. It said salvage from the proposed 
abandonments was estimated at about $85,000, and included 
much metal scrap and usable railroad material, “now urgentiy 
needed in the war effort” 


Cc. M. and St. P. 


By a report and certificate in Finance No. 14076, Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co. Trustees Abandon- 
ment, the Commission, division 4, has permitted abandonment 
of a portion of a connecting track, 868 feet, at Sussex, in 
Waukesha county, Wis. 


C. and O. and Virginian 


By a report and certificate in Finance No. 14043, Chesa- 
peake & Ohio Railway Co. Abandonment, and Finance No. 
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14108, Virginian Railway Co. Abandonment of Operation, the 
Commission has permitted abandonment by the C. & O. of a 
branch line of railroad extending from Mount Hope to a point 
near Price Hill, in Fayette and Raleigh counties, W. Va., ap- 
proximately 1.7 miles; and abandonment by Virginian of opera- 
tion over that line from Price Hill Junction to the point near 
Price Hill, approximately 2.42 miles. 


PETITIONS FOR REHEARING, ETC. 

No. 28470, F. W. Smalstig vs. B. & O. et al. Defendants ask re- 
consideration by entire Commission of decision of division 2. 

MC F-1968, Dorn’s Transportation, Inc., purchase, Glens Falls-New 
York Express, Inc. Dorn’s Transportation, Inc., asks reconsideration 
and modification of order ef December 30, 1942. 

No. 28711, Danville Chamber of Commerce, Inc., et al. vs. B. & O. 
et al. Complainants ask clarification of report respecting question of 
interest due on principal amount of reparation. 

No. 28744, Associated Bristol, Tenn., Retail Coal Dealers vs. South- 
ern et al. Defendants ask reconsideration by entire Commission of 
decision of division 3 on reconsideration. 


COMMISSION ORDERS 


No. 28470, F. W. Smalstig vs. B. & O. et al. Order of February \ 


3 further modified to become effective May 15 instead of April 15. 

MC F-2092, American Carloading Corporation, purchase, Northern 
Illinois Freight Lines, Inc. Fifteen-day effective period specified in 
order of February 24, granting temporary authority under section 
210a(b), extended to expire March 27. 

MC 182, Romeo J. Lavigne, common carrier application. Reopened 
for reconsideration solely to determine extent to which applicant may 
be entitled to serve intermediate points, if any, on route 1 between 
Cambridge, Mass., and Berlin, N. H. Order of November 10, 1942, 
effective December 26, 1942, in so far as it denied application, vacated. 

MC 954 Sub. 3, Mid-States Freight Lines, Inc., common carrier 
application, formerly MC 9681, Evans Truck Lines, Inc., common car- 
rier application. Reopened for reconsideration. Order of August 26, 
1942, as subsequently modified to become effective April 15, in so far 
as it denied application, vacated. 

MC 20314, John J. Casale, Inc., contract carrier application. Re- 
opened for further hearing in order to bring record up to date and to 
permit filing of additional briefs. 

MC 94823 Sub. 1, Willard Crayton, extension of operations. Re- 
opened for further hearing. Recommended order of October 29, 1942, 
which became effective as order of Commission November 18, 1942, 
and order of Commission, division 5, of November 18, 1942, denying 
application, vacated. 

W-260, Smith-Rowland Co., Inc., contract carrier application. 
plicant’s petition to postpone hearing denied. 

MC F-1959, Cross Transportation, Inc., purchase, Milton L. Lahn. 
Petition for applicants for modification by Commission of decision by 
division 4 entered December 30, 1942, denied. 

No. 27747, Mississippi Cotton Seed Crushers Association vs. A. B. 
& C. et al. Order of June 2, 1942, modified to become effective May 
24, on not less than 30 days’ notice, instead of April 23. 


No. 28708, Ott Coal Co. et al. vs. Ann Arbor et al.; No. 28708 Sub. 
Wisconsin Retail Lumbermen’s Association et al. vs. Same; No. 28713, 
Van Dyck Coal Co. et al. vs. Same; No. 28713 Sub. 1, Valley Coal Co., 
Inc., vs. C. & O. et al.; and No. 28717, F. Hurlbut Co. vs. Ann Arbor 
et al. Order of December 8, 1942, modified to become effective March 
23, on not less than ten days’ notice, in so far as order concerns 
Duluth, South Shore & Atlantic ICC 3838. 


W-493, L. B. Shaw, Inc., contract carrier application. Effective date 
of certificate and order of January 14, postponed to June 15. 

MC C-316, Clothing, cotton piece goods, minimum rates between 
Nashville, Tenn., and Kentucky points. Proceeding discontinued. 

MC F-765 (supplemental), Consolidated Freight Lines, Inc., issuance 
of note. Order of March 11, 1939, to extent it authorizes issuance of 
a real-estate mortgage note for $26,000 for purpose and on terms and 
conditions set out in report accompanying said order, vacated. 

MC 60749, C. D. McDougald, common carrier application; MC 60749 
Sub. 2, Same, extension of operations, southern states; MC 60749 Sub. 
4, Same, extension of operations, northern states; MC 60749 Sub. 5, 
Same, extension of operations, Massachusetts and Connecticut; MC 
61045 Sub. 5, Thomas G. Griggs, extension, northern states; MC 61045 
Sub. 6, Same, extension, New England; and MC 31046 Sub. 1, Charles 
Franklin Hollis, extension, Georgia and other states. Reopened for 
reconsideration. Order of November 19, 1942, to become effective 
January 5, in so far as it denied applications, vacated. 

No. 28340, Public Utilities Commission of state of Idaho and Idaho 
State Grange vs. Camas Prairie et al. Complaint dismissed. 


Ap- 


No. 28721, Southern Railway Co. vs. Charleston & Western Caro- . sail 
lina et al. Complaint dismissed. , 
No. 28862, Meriwether Gravel Co., Inc., et al. vs. St. L. S. W. et \/ 


al. Complaint dismissed. 


No. 28917, Summer and Co. vs. D. L. & W. Complaint dismissed. / 


No. 28629, Commonwealth of Kentucky and Railroad Commission of/ 
Kentucky vs. Ill. Cent. et al.; and No. 28689, Illinois Coal Traffic Burean 
vs. A. & W. et al. Order of December 22, 1942, modified to become 
effective May 1, on not less than 30 days’ notice, instead of April 17. 

MC F-2107, Arkansas Motor Freight Lines, Inc., purchase, Powell 
Bros. Truck Lines, Inc. Application under section 210a(b) requesting 
approval of temporary operation by Arkansas Motor Freight Lines, 
Inc., Fort Smith, Ark., of certain properties of Powell Bros. Truck 
Lines, Inc., Springfield, Mo., denied. \ 

MC 40823, T. Roberts & Sons, Inc., common carrier application\ 


Reopened for reconsideration solely to determine whether applicant\ 
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ing house products and supplies and commodities generally used anq 
dealt in by packing houses, from Pittsfield, Mass., to all points within 
25 miles thereof, and from Albany, N. Y., to points in New York and 
those in Berkshire County, Mass. Order of October 24, 1942, as subse- 
quently modified to become effective April 30, in so far as it denied 
applicant right to continue above-described operations, vacated. 

Fourth section application No. 20135, proportional grain rates to 
Louisiana. Petition filed by J. R. Peel, for a modification of fourth 
section order No. 14842, denied. 

1. & S. No. 5068, grain and grain products, Oklahoma to Texas, 
Petition of carriers by railroad, protestants, to vacate order and for 
rehearing, and joint petition of Board of Trade, Kansas City, Mo., and 
Kansas-Missouri River Mills for reargument and reconsideration, de- 
nied. 

No. 28504, Baltimore Steam Packet Company et al. vs. A. G. §, 


et al. Complaint dismissed. 
No. 27747, Mississippi Cotton Seed Crushers Association vs. A. B, 
& C. et al. Petition of Price Administrator of United States for leave 


to intervene and for suspension of effective date of order for duration 
of war and six months thereafter, denied. Finding 7 of report entered 
March 29, 1940, reported in 238 I. C. C. 87, 102, and clause numbered 
7 in first paragraph of order of March 29, 1940, modified by striking 
out words ‘‘import rates’’ and substituting in lieu thereof words 
Jao 2 a — 

~ Part 2, Harmna-Eurnaee-C€orporation terminal allow- 
ance, practices of carriers affecting operating revenues or expenses, 
terminal services. Order of November 11, 1942, further modified to 
e effective April 19 instead of March 19. janen 

No. , Fort Commis Beaumont, Tex., et al. vs. 
Abilene & Southern et al. Effective date of orders heretofore entered 
herein, postponed to April 22, in so far as orders relate to defendant, 
Texas & Pacific. 

No. 28259, Nueces County Navigation District No. 1 vs. Abilene & 
Southern et al. Effective date of orders heretofore entered herein, 
postponed to April 22, in so far as orders relate to defendant, Texas 
& Pacific. 

W-420, Knappton Towboat Co., common and contract carrier ap- 
plication. Applicant’s petition for further hearing and reconsideration, 
denied. 

MC F-1807, Dollar Lines, purchase, United Stages System, Inc.; and 
MC F-1808, Pacific Greyhound Lines, control, Dollar Lines. Motion 
for further hearing made by Santa Fe Trail Transportation Co., and 
Santa Fe Transportation Co., protestants, at hearing held February 6, 
denied. 

MC F-2036, Liberty Motor Freight Lines, Inc., purchase, Advance 
Transportation Co. of Illinois, Inc. Petition of applicants, for modi- 
fication cf order of December 8, 1£42, granting application for tem- 
porary authority under section 210a(b), denied. 


MC F-2113, George H. Mickow, purchase, Advance Transportation 
Co. of Illinois, Inc. Application under section 210a(b) requesting 
approval of temporary operation by George H. Mickow, dba, Hammond 
Motor Express, of certain properties of Advance Transportation Co. of 
Illinois, Inc., denied. 


MC 19833, Crawford W. Fleming, common carrier application. Re- 
port and order of January 9, modified so as to authorize the issuance 
to applicant, on compliance with sections 215 and 217 of interstate 
commerce act and rules and regulations thereunder, of a certificate 
authorizing transportation of (1) fish, from New Bedford, Mass., to 
New York, N. Y., Philadelphia, Pa., and to Camden, Beach Haven, 
Harrison, Newark, Paterson, and Seaside Heights, N. J., (2) malt 
beverages, from New York, N. Y., and Newark, N. J., to New Bedford, 
Plymouth, and Brockton, Mass., (3) empty fish containers from New 
York, N. Y., Philadelphia, Pa., Camden, Beach Haven, Harrison, 
Newark, Paterson, and Seaside Heights, N. J., to New Bedford, Mass., 
(4) carbonated beverages, from Newark, N. J., to New Bedford, Mass., 
(5) empty malt beverage containers from New Bedford, Plymouth, 
and Brockton, Mass., to New York, N. Y., and Newark, N. J., and 
(6) empty carbonated beverage containers, from New Bedford, Mass., 
to Newark, N. J., over irregular routes. This order shall become 
effective April 19, unless prior there any party in interest shall show 
cause, if any there be, in a writing verified under oath, why report 
and order of January 9, should not be modified in manner described 
herein. 










UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14120, Chicago, Burlington & Quincy 
Railroad Co. Notes, granting authority to issue not exceeding $13,- 
267,421.89 of promissory notes in evidence of, but not in payment for, 


the unpaid principal on various equipment contracts. Approved. 
© se aoa ee : _ 
RULES 15 AND 16 SUSPENSION ~*~ 


By an order dated Jan. 4 and made public March 16, the 
/ Commission denied a petition filed Nov. 30, 1942, by railroads 
requesting vacation of its order in I. and S. No. 5165, Classi- 
fication of Rules 15 and 16, suspending from Dee. 1, 1942, until 
July 1, 1943, the operation of certain schedules as published 
in supplements Nos. 16, 18 and 19 to Consolidated Freight Clas- 
sification No. 15, proposing, for the duration of the war and 
six months thereafter, to set aside Rule 15 of the classification 
and to amend Rule 16. The stated purpose of the railroads 
proposal was to permit full operation of O. D. T. general order 
No. 18 relating to the maximum use of carloading space and 
motive power. 


should be granted authority to transport over irregular routes, pack- \_Traffic World, Dec. 5, 1942, p. 1343). 
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Many shippers objected to the proposal (se¢ | 
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March 20, 1943 


Proposed Reports 
Heating Units 


No. 28890, National Radiator Co. Successor to National 
Radiator Corporation vs. Pennsylvania Railroad Co. By Ex- 
aminer Alfred G. Hagerty. Recommends finding applicable 
rates charged on heating units, structurally composed of a 
poiler and oil burner, in less-than-carloads, from Johnstown, 
Pa., to Camden, N. J., and Kalamazoo, Mich., and dismissal of 
complaint. The report said that it had been sufficiently proven 
that the charges were exacted strictly in accordance with the 
ordinary sense and meaning of the governing classification and 
tariff provisions, and that no ground existed for resort to “con- 
struction by the reading-in- process.” 


Trisodium Phosphate 


I. and S. M-2093, Minimum Weight on Trisodium Phos- 
phate. By Examiner Walter T. Cantrell. Proposed minimum 
weight of 100,000 pounds on trisodium phosphate from points 
in Delaware and Pennsylvaia to Jersey City, N. J., unlawful. 
Schedules filed by Academy Storage & Warehouse, Inc., of 
Newark, N. J., to become effective Sept. 3, 1942, and suspended 
on the Commission’s own motion until April 3, 1943, proposed 
to be ordered canceled, without prejudice to the establishment 
of schedules in conformity with the proposed report, and pro- 
ceeding discontinued. Conforming with the finding in Rugs 
and Matting from East to W. T. L. Territory, 34 M. C. C. 641, 
that maintenance by motor common carriers of rates subject 
to minima greater than can be loaded in or on a single vehicle 
lower than rates maintained for single truckloads are unjust 
and unreasonable, the report said that the proposed minimum 
weight of 100,000 pounds should be found unlawful, but that a 
rate of 15 cents subject to minima not less than 24,000 pounds 
and not in excess of the lawful maximum load limit of vehicles 
might be established. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
hecome effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which epplicant has home office is shown in “‘black face” type, 
with name of town or city following.) 


New Jersey (Washington)—-MC 104215, Albert Damelio 
and Ethel Damelio, contract carrier. Dismissal proposed at ap- 
plicants’ request. Brick and kindred materials, including tile 
and cement blocks, from Port Murray,_N. J., to points in N. J., 
Pa. and N. Y., and fire brick, brick making machinery, washed 
sand and gravel on return movements. 

California (San Francisco)—-MC 78786, Sub. 120, Pacific 
Motor Trucking Co., extension. Certificate proposed. General 
commodities, with exceptions, over Arizona highway 86 between 
its points of intersection with an unnumbered highway west of 
Dragoon (old Arizona highway 86) and U. S. highway 666 
(northwest of Cochise), serving Dragoon and Cochise, Ariz., as 
off-route points. 

Pennsylvania (Steelton)—-MC 54922, Sub. 2, Hartman’s 
Lebanon Transportation Co., extension. Certificate proposed. 
= commodities, with exceptions, between specified points 
in Pa. 

Ohio (Warren)—MC 31220, Sub. 1, Daniels Motor Freight 
Service, Inc., extension. Recommends denial of permanent 
authority and that the Commission construe the application as 
one for temporary authority and, on its own motion, give con- 
sideration to the issuance of an order authorizing operation un- 
til Dec. 31, 1944, under section 210a (a) of the act, as amended 
by the second war powers act of 1942, as a common carrier of 
general commodities, with exceptions, between specified points 
in Ohio and Sharon, Pa., on the one hand, and points in Del., 
Md. N. J., N. Y. and Pa., on the other; also between Ohio 
Points and Sharon. 

_ Texas (Odessa)—-MC 59771, Sub. 1, John H. Marks, exten- 
Sion. Recommends denial of permanent authority and that the 
Commission construe the application as one for temporary au- 
thority and, on its own motion, give consideration to the issu- 
ance of an order authorizing temporary operation until Dec. 
31, 1944, under section 210a (a) of the act, as amended by the 
second war powers act of 1942, as a common carrier of ma- 
chinery, materials, supplies, and equipment incidental to, or: 
used in the construction, development, operation and mainte- 


nance of facilities for discovery, development and production. 


of natural gas and petroleum between points in Tex., and in 
Lee and Eddy counties, N. M., over irregular routes, except 
movements between a warehouse in Gladewater, Hawkins and 
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Longview, Tex., on the one hand, and a warehouse in Hobbs, 
N. M., on the other. 

Massachusetts (Somerville)—-MC 62288, Sub. 1, H. P. 
Welch Co., extension. On finding applicant’s proposed opera- 
tions to be those of a contract carrier and that the holding 
of a permit and a certificate as previously granted would be 
consistent with the public interest and the national transpor- 
tation policy, recommends grant of a permit to operate as a 
contract carrier of liquid petroleum products in bulk, in tank 
trucks, from Chelsea and Boston, Mass., to Pittsfield and Exeter, 
N. H., and from Boston to Derry, N. H. 

Texas (Dallas)—-MC 103370, Sub. 7, Best Motor Lines, 
extension. Recommends denial of permanent authority and 
that the Commission construe the application as one for tem- 
porary authority and, on its own motion, given consideration 
to the issuance of an order authorizing operation until Dec. 
31, 1944, under section 210a (a) of the act, as amended by the 
second war powers act of 1942, as a common carrier of dan- 
gerous explosives and general commodities, with exceptions, be- 
tween Tulsa and Atoka, Okla. 

New Jersey (Trenton)—-MC 27845, Biter’s Transfer Co., 
Inc., common carrier. Certificate proposed, on further hearing. 
Continuance of operation, general commodities, with exceptions, 
between Philadelphia, Pa., on the one hand, and, on the other, 
Lansdowne, Allentown and Bethlehem, Pa., and points in a 
described area of Pa.; between Philadelphia, Lansdowne, Al- 
lentown, Bethlehem and points in the aforementioned Pa. area, 
on the one hand, and, on the other, points in a described area 
of N. J.; between Trenton, N. J., on the one hand, and on the 
other, points in a described area of N. J.; between New York, 
N. Y., on the one hand, and, on the other, Philadelphia, Pa., 
mond points in the last mentioned N. J. area, over irregular 
routes. 

Illinois (Chicago)—-MC 41638, Sub. 3, Deluxe Motor Stages 
of Illinois, extension. Certificate proposed. Passengers and 
their baggage, express and newspapers, over the Eads Bridge 
between St. Louis, Mo., and East St. Louis, Il. 

Alabama (Birmingham)—MC 42318, Howard Hall Co., Inc., 
common carrier. Certificate proposad. Findings in prior re- 
port, 24 M. C. C. 273, modified and applicant found entitled 
to continuance in operation,: as to general commodities, with 
exceptions, between points in Jefferson county, Ala., on the 
one hand, and, on the other, all points in N. C., S. C., Ga., Miss., 
and those in described areas of Fla., Pa. and W. Va., traversing 
Ky. and Va. as necessary. 

Texas (Dallas)—MC 52511, Sub. 5, Hunsaker Motor 
Freight Lines, Inc., extension. Certificate proposed. Con- 
tractors’ equipment and supplies, between points in Okla., Kan.., 
Tex., La. and N. M., over irregular routes, traversing Ark. for 
operating convenience only. 

Texas (Dallas)—-MC 76468, Sub. 2, Oil Field Service, Inc., 
extension. Denial of certificate proposed. Contractors’ equip- 
ment and supplies, between points in Tex., Okla., La. and Ark., 
over irregular routes. 


Washington (Yakima)—MC 51833, Sub. 3, C. Earl Walling- 
ford, extension. Denial of certificate proposed. Specified com- 
modities, between certain points in Wash.; certain points in 
Tdaho and Wash.; certain points in Oregon and Wash.; cer- 
tain points in Ore. and points in defined areas in Wash.: and 
between points in a defined area in Wash., on the one hand, 
and. on the other, points in Calif., Idaho and Ore., and Blaine, 
Wash., over irregular routes. 


Wyoming (Meeteetse)—-MC 104056 Bessie Rhodes, common 
carrier. Certificate proposed. Live stock, wool, and un- 
nrocessed feed, over irregular routes. from Meeteetse, Wyo.. 
and points within 50 miles thereof, to Billings, Mont.: live stock, 
farm machinery and equipment in the reverse direction. 


New Jersey (New Market)—MC 104088. Kupper Bros.. 
Ine.. common carrier. Application proposed to be dismissed 
at anplicant’s request. Copperas. raw and granulated, in bulk. 
from Sayre and South Amboy. N. J., to Bethlehem and Bow- 
manstown. Pa., and Brooklyn, N. Y., over regular routes. 

New Brunswick, Canada (Tracev)—MC 104229, Cecil Thir- 
ley Harris, common carrier. Certificate proposed. Pulpwood, 
lumber and firewood, from the international boundary between 
the United States and Canada to Vanceboro, Me., via the inter- 
national gateways at or near that point, over irregular routes. 

Nebraska (Imperial)—-MC 91678. Sub. 1, Lyle Mendenhall. 
extension. Denial of certificate proposed. Cement, plaster and 
building materials in Colo. and Neb. 

Texas (Greenville)—-MC 1441. Sub. 4. Wylie Hendrix Mer- 
rill, extension. Dismissal of application for a permit pronosed 
at annlicant’s request. Packing house products between Okla- 
home City. Okla., on the one hand, and Willis, Conroe and New 
Waverly. Tex., on the other. 

West Virginia (Charleston)—-MC 1504, Atlantic Greyhound 
Corporation, common carrier. Certificate proposed. Pas- 
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sengers, baggage, express, mail and newspapers between Bristol 
and Knoxville, Tenn. 

Texas (Dallas)—-MC 1862, Sub. 4, Dixie Motor Coach Cor- 
poration, extension. Certificate proposed. Passengers, bag- 
gage, express, mail and newspapers between Denison and 
Greenville, Tex. 

Michigan (Iron Mountain)—MC 20359, Sub. 6, W. D. Coch- 
ran, extension. Certificate proposed. General commodities, 
with exceptions, between points in Wis. and Mich. 

New York (White Plains)—-MC 78351, Sub. 1, J. H. Evans 
& Sons, Inc., extension. Certificate recommended. Household 
goods between New York, N. Y., and points in Westchester 
county, N. Y., on the one hand, and points in Del. and Va., on 
the other. 

Illinois (Chicago)—-MC 88447, Frank Jacob, common car- 
rier. Denial of certificate proposed. Household goods, between 
points in Ala., Ark., Colo., Conn., Del., Fla., Ga., Ill., Ind., Ia., 
Kan., Ky., La., Md., Mass., Mich., Minn., Miss., Mo., Neb., N. H., 
N. J., N. M., N. Y¥., N. C., Ohio, Okla., Pa., R. L, S. C., Tenn., 
Tex., Vt., Va., W. Va., Wis., and D. C., over irregular routes. 

Rhode Island (Portsmouth)—-MC 104224, Arthur Anthony 
Lopes, contract carrier. Denial of certificate proposed. Com- 
mercial chemical fertilizers, from North Weymouth, Mass., to 
points in Bristol, Newport, and Providence counties, R. I., over 
irregular routes. 

Massachusetts (Fall River)—-MC 104168, Alfred C. Dawson, 
common carrier. Certificate proposed. Sand, gravel, excavated 
materials, crushed stone, tar, asphalt, cement, and other road 
surfacing materials, between points in a described area of Mass., 
and Bristol, Kent, Newport, and Providence counties, R. I., and 
North Kingstown Township of Washington county, R. I., over 
irregular routes. 

Kansas (Junction City)—-MC 104150, D. K. Hudson, com- 
mon carrier. Certificate proposed. General commodities, with 
exceptions, between Junction City, Kan., on the one hand, and, 
on the other, points in the Fort Riley, Kan., Military Reserva- 
tion, over irregular routes. 

Kansas (Hardtner)—MC 103861, L. W. Page, common car- 
rier. Denial of certificate proposed, for want of prosecution. 
Live stock, and grain, between Hardtner, Kan., and points 
within 50 miles thereof, on the one hand, and, on the other, 
points in Okla.; points in Okla., to Wichita, Kan., and return 
with no transportation for compensation, except as authorized. 

lowa (Rodney)—MC 100118, Sub. 3, W. L. Swanson, exten- 
sion. Permit proposed. Brick and allied clay products, from 
Sergeant Bluff and Sioux City, Ia., to Naper, Neb., over irreg- 
ular routes. 

Virginia (Martinsville)—-MC 61825, Sub. 1, Roy Stone 
Transfer Corporation, extension. Certificate proposed. New 
furniture, between Pulaski, Va., on the one hand, and, on the 
other, points in Ala., Del., Fla., Ga., Ill., Ind., Ky., Md., Mich., 
N. J., W. ¥., N. C., Ole, Pa., S. C., Fenn., Va., W. Va., and 
D. C., over irregular routes. 


FINANCE APPLICATIONS 


MC F-2138. Refiners Transport & Terminal Corporation, Detroit, 
Mich., asks authority to issue $340,000 in common stock of par value 
of $10 a share, for the purpose of purchasing additional revenue auto- 
motive equipment. 

Finance No. 14147. Tennessee Railroad Co. asks authority to issue 
$30,000 of serial 4 per cent equipment notes, to be dated March 15 and 
mature in 15 years, so as to finance, in part, the acquisition of equip- 
ment estimated to cost $36,098.69, consisting of 2 secondhand steam 
locomotives, 2 new cabooses, 1 secondhand trailer for motor car, and 
2 new standard B. K. locomotive stokers. Applicant said ‘‘the increase 
in traffic’’ on its railroad had made it necessary to purchase the addi- 
tional equipment. It said no contracts, underwritings or commitments 
had been made as to the price at which the promissory notes were to 
be sold but that it was proposed to sell the same at not less than par. 

Finarce No. 11989, Supplemental. Galveston, Houston & Hender- 
son Railroad Co. asks authority to extend the maturity date of its 
promissory note, held by Reconstruction Finance Corporation, from 
June 22, 1943, to June 22, 1948, in the principal sum of $1,822,000. 
Applicant said it was unable to obtain the funds necessary to pay 
the note at maturity, but that it would pay $50,000 on that date, and 
would continue reduction of the principal amount by making annual 
payments of $50,000 each year for the period of the five-year extension. 

MC F 2139, Grubb Motor Freight, Inc., of Huntington, W. Va., 
asks authority to purchase certain operating rights of Logan Merchants’ 
Service, Inc., of Huntington, W. Va., under MC 332 and MC 332, Sub. 
1. A memorandum of the verbal agreement involved, attached to the 
application, indicated that certain operating rights of Lindy’s Motor 
Freight, of Charleston, W. Va., under MC 40097, was also to be con- 
solidated with the facilities of the two aforementioned carriers ‘‘into 
one corporation.’’ 


MOTOR FINANCE CASES 
MC F-2083, Alvin R. Holmes, lease and purchase—Taylor’s Express. 
Co. Application for authority under section 210a(b) of Alvin R. Holmes, 
doing business as Holmes Transportation Service, and Jones Express, 
of Worcester, Mass., for temporary operation of a portion of the motor- 
earrier rights of Taylur’s Express Company, of Haverhill, Mass., de- 
nied. 





TRAFFIC WORLD 





No. MC F-2092, American Carloading Corporation, purchase—North- 
ern Illinois Freight Lines, Inc. Extension granted to March 26, 1943, 
of time for compliance with conditions of order of February 24, 1943, 
granting temporary authority under section 210a(b). 

MC F-1981, Glendenning Motorways, Inc., purchase—Cornelius Wil- 
liam Styer. Purchase by Glendenning Motorways, Inc., of St. Paul, 
Minn., of operating rights and property of Cornelius William Styer, 
doing business as Northern Transportation Co., also of St. Paul, ap- 
proved and authorized, subject to condition. 

MC F-2114, Smoky Mountain Stages, Inc., purchase—Clarence L, 
Davis. Application for authority under section 210a(b) of Smoky 
Mountain Stages, Inc., doing business as Smoky Mountain Trailways, 
of Asheville, N. C., for temporary operation of a portion of the motor- 
carrier rights and properties of Clarence L. Davis, doing business as 
Appalachian Trail Bus Line, of Hayesville, N. C., granted with condi- 
tions. 

MC F-2018, Mashkin Freight Lines, Inc., purchase—H. A. Lavoie, 
Purchase by Mashkin Freight Lines, Inc., of Hartford, Conn., of 
operating rights of H. A. Lavoie, of West Hartford, Conn., approved 
and authorized, subject to condition. 

MC F-2098, Harry G. Masser, purchase—John V. Kite. Purchase 
by Harry G. Masser, doing business as Masser Motor Express, of 
Hagerstown, Md., of the operating rights and property of John VY. 
Kite, of Bardane, W. Va., approved and authorized, subject to condi- 
tion. 

MC F-2121, Akers Motor Lines, Inc., lease—Gettys Transfer Co. 
Application for authority under section 210a(b) of Akers Motor Lines, 
Inc., of Gastonia, N. C., for temporary operation of motor-carrier rights 
and properties of Gettys Transfer Co. of Anderson, S. C., denied. 


ALTON REORGANIZATION 

The Commission, division 4, has entered an order in Finance 
No. 14030, Alton Railroad Co. Reorganization, fixing as reason- 
able a maximum compensation of $12,000 a year to be paid to 
Owen A. West as attorney for Henry A. Gardner, trustee for 
the property of the railroad, and has provided that whatever 
amount within this limitation may be allowed West as attorney 
for the trustee should be the only compensation to be received 
by him from the estate of the debtor. 

Judge J. P. Barnes in the federal court at Chicago, March 
15, ordered Henry A. Gardner, trustee, Alton Railroad, to pay 
approximately $54,000 of dividends, due as of various dates 
s nce May 1, 1939, on more than 5,000 shares of preferred stock 
of the Kansas City, St. Louis and Chicago Railroad, owner of 
the line over which the Alton operates between Mexico and 
Kansas City, Mo. (see Traffic World, Feb. 27, p. 478). Benija- 
min Fairchild, et al., holders of the stock, sought the order on 
the ground that the circuit court of Cook County, IIl., had or- 
dered the company to pay the dividends before the Alton en- 
tered reorganization proceedings last December and that the 
$54,000 payment was not subject to consideration in the re- 
organization case. 

Counsel for the petitioners said the order did not affect 
or decide the question as to whether or not the K. C., St. L. 
and C. was as they alleged, a leased line of the Alton, under 
terms of a contract assumed by the Alton in a prior re- 
organization case in 1931. Mr. Gardner has taken the position 
that the line is not leased by the Alton, despite the fact that the 
Alton operates over K. C. St. L. and C. tracks. 

The Commission, division 4, has denied the petition of 
a committee representing the insurance group and the mutual 
savings bank group, that no hearing be held in Finance No. 
14030, Alton Railroad Co. Reorganization. The petitioners had 
alleged that the plan did not constitute a plan of reorganization 
within the meaning of section 77 of the Bankruptcy act, and 


— facie impracticable (see Traffic World, Jan. 22, 
p. ; 


WABASH REORGANIZATION 


Saying that it was not empowered either to require pay- 
ment of an additional amount alleged to be due the Wabash 
Railroad Co. from the Pennsylvania Railroad Co., over and 
above the $12.75 a share paid by the Pennsylvania for 19.970 
shares of common stock of the Wabash, or to order the defer- 
ring of the payment of dividends on the common stock of the 
Wabash until the road’s funded debt was reduced, the Commis- 
sion, division 4, by an order in Finance No. 13010, Wabash 
Railway Co. Receivership, and related cases, has dismissed the 
petition of Walter G. Peterkin for want of jurisdiction. Peter- 
kin, who had alleged that he was the owner of $25.000 of the 


securities of the reorganized company, asked the Commissi0. 


to prescribe a fair and reasonable value for the shares bought 
by the Pennsylvania, and require the payment of the difference 
between such value and the price actually paid. the sum % 
received to be applied to the reduction of the funded debt. He 
also asked that the Commission issue an order deferring th? 
nayment of any dividend on the Wabash common stock until 
the funded debt was so reduced (see Traffic World, March 13° 
The cases joined with the title case were Finance No. 13235 
Wabash Railway Co. Control and Finance No. 13335, Wabasl 
Railway Co. Receivership. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2215, the Commission has suspended from 
March 12 until Oct. 12 the operation of certain schedules as 
published in supplement No. 30 to joint tariff MF I. C. C. No. 
81 issued by J. D. Hughett, agent, Dallas, Tex. On shipments 
from and to points in southwestern states the suspended sched- 
ules propose increased rates on airplane engines or motors. 

In I. and S. M-2216, the Commission has suspended from 
March 12 until Oct. 12 the operation of certain schedules pub- 
lished in supplement No. 6 to Central States Motor Freight 
Bureau, Inc., tariff MF-I. C. C. No. 102. The suspended sched- 
ules propose to increase less-truckload and volume commodity 
rates On paper and paper articles from pionts in Michigan 
to points in the Chicago area and Kenosha, Milwaukee and 
Racine, Wis. 

In I. and S. No. 5205, the Commission has suspended from 
March 15 until Oct. 15 the operation of certain schedules as 
published in supplement No. 23 to Agent B. T. Jones’ tariff 
1.C. C. No. 3758 and MF-I. C. C. No. 98, and other tariffs. The 
suspended schedules propose to increase the carload rates on 
airplane engines in official territory (see Traffic World, 
March 13). 

In I. and S. No. 5206, the Commission has suspended from 
March 15 until Oct. 15 the operation of certain schedules as 
published in supplement No. 35 to Agent W. S. Curlett’s tariff 
I. C. C. No. A-748, supplement No. 18 to Agent I. N. Doe’s 
tariff I. C. C. No. 475 and supplement No. 30 to Agent B. T. 
Jones, tariff I. C. C. No. 3684. The suspended schedules pro- 
pose to increase the rating on cotton clothing, other than 
staple work clothing, in bales, any quantity, from 70 per cent 
of first class to first class, between points in official territory. 

In I. and S. M-2218, the Commission has suspended from 
March 15 and later, to Oct. 15 the operation of certain sched- 
ules as published in supplement 30 to joint tariff MF-I. C. C. 
No. 18 of Agent Lou Hosking, supplement No. 148 to joint 
tariff MF-I. C. C. No. 83, and others, of Mid-Western Motor 
Freight Tariff Bureau, Inc., agent. The suspended schedules 
propose to cancel certain carriers from the list of participating 
carriers and to restrict the application of rates and ratings for 
the account of certain other carriers, resulting in the applica- 
tion of higher class or combination rates from, to and between 
points in western trunk line territory and between central and 
southwestern territories and western trunk line territories. 

In I. and S. M-2220, the Commission has suspended from 
March 17 until Oct. 17 the operation of certain schedules pub- 
lished in supplements 123, 124 and 126 to tariff MF-I. C. C. 
No. 130 of Southern Motor Carriers Rate Conference, Agent, 
Atlanta, Ga. The suspended schedules propose certain restric- 
tions in the application of commodity rates on building material 
and roofing between points in southern territory when moving 


in connection with the Far-Go Truck Lines resulting in in- 
creases. 


“FRUSTRATED VOYAGE” FREIGHT REFUNDS 


After a short hearing, March 15, in which a spokesman for 
the War Shipping Administration advocated enactment of the 
considered bill, the House merchant marine committee decided 
to report favorably H. J. Res. 92, authorizing the war shipping 
administrator to refund to shippers certain freight charges col- 
lected by or for account of the United States for “transporta- 
tion which was not completed by reason of frustration of the 
voyage on or ‘about Dec. 1, 1941, and before Feb. 16, 1942” (see 
Traffic World, March 13, p. 582). 

William Radner, general counsel of the W. S. A., presented 
a report by Admiral Land, war shipping administrator, con- 
cerning provisions of the bill. In the report, Admiral Land said 
that the voyages in question were frustrated by the Japanese 
attack on Pearl Harbor on Dec. 7, 1941, and that the refunds 
here involved were sought by shippers and consignees of freight 
paid on cargo that was “short landed as a result of the voyage 
frustrations.” He added that data on those claims had been 
assembled by the Ocean Freight Refund Committee, organized 


'In San Francisco to act on behalf of the interested shippers, 


| istr 


negotiating banks, and consignees. 
“A consolidated claim filed with the War Shipping Admin- 
ation by the committee shows,” the report continued, “that 
vessels, owned or operated by 13 different lines, were 
affected, and that the known claims for freight paid total 
approximately $1,400,000, representing more than 1,000 separate 
shipments.” 

Mr. Land said that the claims were supported “in equity 
and fairness, if not in law,” by the fact that the cargo owners 
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had paid for a service they did not receive, but that the legal 
right of the shippers to recover the freight was doubtful. He 
said that insurance coverage, “although subsequently made 
available to cover voyage frustrations and short landings,” did 
not apply to the shipments here involved. Over $250,000 of the 
refunds sought constituted receipts of vessels operated by the 
United States or acquired for the United States at the time 
under retroactive agreements, he said. He stated that the re- 
funds appeared to be reasonable and proper under the circum- 
stances, and that he favored the legislation. 

Charles J. Kelly, representing the Ocean Freights Refund 
Committee, told the committee that the voyages in question, at 
the outbreak of the war with Japan, were canceled on instruc- 
tions from the federal government. He said that in the course 
of negotiations between shippers and steamship lines here in- 
volved, one line had returned all the freight collected, another 
had returned the freight paid less a nominal charge for cost of 
loading, and another had refunded the freight charges paid less 
a percentage representing the cost of handling. Mr. Kelly said 
the proposed legislation would authorize the return of money 
collected for services the government had agreed to perform 
but had not actually performed. He added that adoption of the 
resolution would have the effect of establishing a precedent that 


would enable the shippers to collect further refunds from priv- 
ate ship owners. 


INCREASES IN TEXAS RATES 


In a second amendatory order in No. 28846, Increases in 
Texas Rates, Fares, and Charges, the Commission has modified 
its amendatory order of Jan. 23, to except from the order 
changes in intrastate rates in Texas on “any other traffic on 
which intrastate rates, including the Ex Parte No. 148 in- 
creases, were made effective prior to March 1, 1943, and con- 
tinue in effect, pursuant to authority granted by the Railroad 
Commission of Texas.” 

Previously it had been necessary for the respondent rail 
carriers in No. 28846 to petition for the exception of certain 
products on which the Texas commission had granted increases 
up to the Ex Parte 148 level, in order that both the Ex Parte 
148 increases and the increases authorized by the Texas com- 


mission might not only apply on those products (see Traffic 
World, March 6, p. 525). 


O. P. A. GRAIN STORAGE CHARGES 


Maximum charges for storage of grain in the states of 
Washington and Oregon have been increased approximately 
one-sixth cent a bushel by the Office of Price Administration 
“to bring them in line with charges in other parts of the coun- 
try and relieve a serious hardship on warehousemen.” O. P. A. 
said that the increases would not be sufficient to affect the 
prices of grain. 

At the same time, O. P. A. changed the pricing basis for 
storage of grain in the two states from a weight or tonnage 
to a volume or bushel basis. The new regulations were con- 
tained in amendment No. 131 to supplementary regulation 14 
to the General Maximum Price Regulation, effective March 20. 
O. P. A. said the new prices would not affect the storage of 
grain for the government or any of its agencies, and explained 
the changes as follows: 


Most of the warehouses have incurred increased expenses during 
the last two years, particularly by converting to bulk storage from 
the old ‘‘flat’’ or sacked-grain type. The new method, although caus- 
ing increased expenses to the warehousemen, is more efficient and 
saves the grain producers considerable sums of money such as sack- 
ing costs. Similar adjustments were authorized for warehouses in 
Idaho last December. 


oO. P. A. ACTION ON MOTOR RATES 

The Office of Price Administration has granted authority 
to Dumes Trucking Co., Inc., of Vincennes, Ind., to adjust its 
maximum prices, under the general maximum price regulation, 
for contract carrier services in connection with the transporta- 
tion of specified commodities between points in Indiana, Illinois, 
Missouri, Michigan, Ohio, Kentucky and Tennessee. The O. P. 
A. authorization provides that the carrier’s prices may not ex- 
ceed the rates set forth in its schedule of minimum rates, MF- 
I. C. C. No. 8 filed with the Commission June 22, 1942, to be- 
come effective July 22, 1942, and suspended on August 1, 1942. 

Authority to sell or furnish motor contract carrier services 
from to or between points in Maryland, New Jersey, New York 
and Pennsylvania at prices not more than 6 per cent above the 
maximum prices established by the carrier in question in March, 
1942, has been granted by the O. P. A. to Lloyd E. Miller, dba 
Miller Transfer Co., of Irwin, Pa. 

By order No. 35 under supplementary regulation No. 15 
of its general maximum price regulation, the O.P.A. has granted 
authority to Fast Refrigerator Lines, Inc., of Topeka, Kan., 
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to furnish motor contract carrier services in connection with 
the transportation of fresh meats and packinghouse products 
from, to and between points in Kansas, Missouri, and Oklahoma 
at prices not higher than 6 per cent above the March, 1942, 
levels as set forth in the carrier’s schedule of minimum rates, 
MF-LC.C. No. 9, filed with the Commission April 25, 1942, to 
become effective June 1, 1942. March 17 is the effective date 
of the order. 

The O.P.A. also has authorized James A. Hannah, dba 
James A. Hannah Motor Truck Service, of Chicago, Ill., to in- 
crease his March, 1942, rates for motor contract carrier services 
for the delivery of food products for the Jewel Tea Co., Inc., 
operator of Jewel Food Stores, a chain grocery, of Chicago, by 
5% per cent. The authorization was contained in order No. 36 
under supplementary regulation 15 of the O.P.A. general maxi- 
mum price regulation and was made effective March 11. 


FORWARDER OPERATION DISCONTINUED 


At the request of applicant, the Commission, division 4, has 
issued an order dismissing FF-66, Spector Freight Forwarding 
Co., Inc., Application, for a permit to continue operation as a 
freight forwarder in interstate commerce. Since the filing of 
the application, the order said applicant had discontinued opera- 
tion as a freight forwarder. 


Freight Forwarder Cases 


Practices of freight forwarders were explained, defended, 
and criticized in a two-day hearing, March 15 and 16, before 
Commissioner Aitchison in No. 28894, Consolidation of Ship- 
ments by Freight Forwarders and other cases joined in the 
Commission’s investigation of items in various tariffs filed with 
it since the forwarders came under regulation with the passage 
of part IV of the interstate commerce act. The other cases 
heard at the same time were I. & S. 5152, Books, Drugs and 
Cotton Goods, New York to Chicago; I. & S. 5154, Commodi- 
ties, New York to Cleveland; No. 28896, Forwarder Rates Con- 
ditioned on Aggregates of Tonnage; and 28897, Proportional 
Rates of Freight Forwarders. 


Generally the hearing developed that forwarders had at- 
tempted to meet the provisions of part IV, as they understood 
them, in compiling their tariffs, and had embodied in the tariffs 
long-standing practices of the industry, and that, on further 
experience of the act, stood ready to cancel the items under 
investigation, or to alter them to meet such recommendations 
as the Commission might make. Returns to the Commission 
by respondent forwarders to the order of the Commission of 
Feb. 22, which required that they file statements as to the 
- position they would take at the hearing, indicated that a num- 
ber of the tariffs under investigation were being withdrawn 
(see Traffic World, Feb. 27, p. 467). 

The one tariff in question in No. 28896, involving rates on 


tonnage aggregated over a period of one year, on a restricted 
group of commodities, was indefinitely suspended, and the tariff 
in question in I. & S. 5154 was withdrawn at the hearing. Re- 
spondent forwarders in No. 28897 indicated that, in using the 
word “proportional” to describe a through rate over Chicago 
had erred through a misunderstanding of tariff terminology and 
said that a new tariff, which would accurately describe the rates 
on shipments forwarded beyond Chicago, was under prepara- 
tion by a filing agency for the group, and would replace pres- 
ent tariffs. Commissioner Aitchison continued the hearing in 
No. 28897 for 90 days, subject to further call, to give time for 
the preparation of the agency tariff. 


Most of the hearing was given over to the so-called con- 
solidation service in forwarder tariff items, and the so-called 
volume rates on less-carload and less-truckload shipments of 
small packages. 


In connection with the consolidation of packages of less 
than 100 pounds, for shipment from New York to Chicago, it 
was shown that this service in forwarder tariffs grew out of 
conditions peculiar to the garment manufacturing trade in New 
York, there being almost no similar service offered outside of 
New York. It was shown that Chicago consignees, mail order 
houses and department stores, and not the New York shippers, 
indicated that they desired the service under the tariff rules, 
and they paid the freight and consolidation charges. Opponents 
of the consolidation item raised the question of whether the 
service was not merely a device to give less-carload shippers 
lower rates and developed, in cross-examination, the fact that 
the consolidation consisted of receiving shipments at the rail- 
road pier in New York, checking by the forwarder’s employes, 
and loading into the cars by railroad employes. It was the 
contention of the opponents that the consolidation was a mere 
paper operation and involved no saving to the forwarder in 
handling. Opposition was expressed largely by John Turney for 
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Central States Motor Freight Bureau and Acme Fast Freight 
and by R. E. Quirk for National Carloading Corporation. 

Leonard F. Mongeon, secretary of the Retailers’ Trans. 
portation Committee, and traffic manager of the National Retail 
Dry Goods Association, appeared in support of the consolida- 
tion service and asked that it be continued. He said that the 
retailer members of the transportation group, made up of 18 
national retail trade associations, to reduce “the prohibitive 
transportation cost produced by minimum charge shipments,” 
followed the practice of directing manufacturers in New York 
to deliver all of their shipments weighing less than 70 pounds 
to a “consolidating medium” which made a single consolidated 
shipment to the store of all of the many small shipments 
weighing under 100 pounds. 

John Tennis, traffic manager for Goldblatt. Brothers, a de- 
partment store organization in Chicago, also appeared in sup- 
port of the consolidation service. When Commissioner Aitchi- 
son suggested that, in expressing the view that he justified the 
lower rate for such service by the volume of business made 
available to the carriers, he was “taking the same position as 
John D. Rockefeller’ when he demanded lower rates because 
of the volume of Standard Oil shipments, the witness said he 
was taking the same position as the carload shipper. The for- 
warder, he said, was able to handle such shipments at lower 
cost then if it were delivering many shipments to many con- 
signees. 

The burden of defense of the consolidation rule fell on T. P. 
Scanlon, general traffic manager for Lifschultz Fast Freight 
and he was the only witness in defense of the provision in some 
tariffs which, according to the opponents, allowed a rate of 
from 15 cents to 25 cents a hundredweight less than to com- 
petitors, to consignees receiving a large volume of shipments 
by permitting the accumulation of 150,000 pounds of freight 
over a period of three months. On questioning by Commis- 
sioner Aitchison, it was developed that the lower rate was avail- 
able to such consignees, regardless of by what means the ship- 
ments were received in Chicago, Mr. Scanlon testifying that 
“we take the word of the consignee” as to the total volume 
of shipments received for the preceding three months. Com- 
missioner Aitchison remarked that the witness ‘must have some 
justification for such volume rates other than that it might 
seem like good business.” Mr. Scanlon replied that he thought 
the freight forwarder was justified in making such a “recogni- 
tion for any freight on which he can definitely show greatly 
increased efficiency in operation, or reduced costs, or both.” 

_ _ In No. 28894, and I. & S. 5152, Commissioner Aitchison 
indicated that 30 days would be allowed for the filing of briefs. 


ROCK ISLAND REORGANIZATION 


On re-reference to the Commission by the United States 
district court for the northern Illinois district, eastern division, 
of the application of Harry Kirshbaum, Michael Geses, and 
Louis Cohen, attorneys for Gerald Axelrod and other holders 
of unsecured 442 per cent convertible bonds of the Rock Island, 
for allowance of compensation for services rendered and ex- 
penses incurred to Feb. 1, 1941, in connection with the re- 
organization proceedings and plan, the Commission has re- 
affirmed the report and order, by division 4, of July 27, 1942, 
that the maximum limit of allowances to the claimants should 
be nothing. The instant order was issued in Finance No. 10028, 
Chicago, Rock Island & Pacific Railway Co. Reorganization. 


COTTON BELT REORGANIZATION 


The Commission, division 4, by an order in Finance No. 
11040, St. Louis Southwestern Railway Co. Reorganization, has 
increased from $6,000 to $7,500 the amount fixed as the maxi- 
mum limit of final allowances to be paid as reasonable con- 
pensation for all services rendered to June 15, 1942, by Larkin, 
Rathbone & Perry in connection with the proceedings and plan 
of reorganization, such allowance to cover any office or other 
overhead expenses which should be provided for in connection 
with the services rendered, without prejudice to further allow- 
— of fees and expenses for periods subsequent to June 15, 


BURLINGTON NOTES 


Acting on another of the applications by railroads for the 
issuance of notes in evidence of, but not in payment for, the 
unpaid principal on various monthly installment equipment pur- 
chase contracts, division 4 of the Commission has permitted the 
issuance of $13,267,421.89 of promissory notes by the Burling- 
ton, while repeating its warning that no such action would be 
taken in connection with any such obligations incurred after 
Jan. 1, 1943, as first voiced in granting the Southern Pacific 
similar authority (see Traffic World, March 13, p. 575). 

The Burlington obtained. the authority in Finance No. 
14120, Chicago, Burlington & Quincy Railroad Co. Notes. The 
contracts involved covered the purchase of Diesel locomotives, 
steam locomotives, passenger cars, and freight cars. 
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Rail-Qcean-Rail Rates Plan 


Concurrently with the issuance of special permission to 
publish a new system of joint proportional class rates from 
north Atlantic ports to western trunk line territory, applicable 
via Hampton Roads and south Atlantic ports, in lieu of the 
present “proportional rate basis plan,” the Commission has 
entered an order dismissing the complaint in No. 28504, Balti- 
more Steam Packet Co. et al. vs. Alabama Great Southern 
et al., seeking the prescription of joint through rail-ocean-rail 
rates from origins in New England and trunk-line territories 
to destinations west of the Mississippi River (see Traffic World, 
Jan. 30, p. 265). The water carrier complainants asked that the 
complaint be withdrawn contingent on the granting of the spe- 
cial permission authority, sought in application No. 1473 filed 
by Agents I. H. Hasker and L. E. Kipp. 

The permission authorizes the agents to depart from the 
terms of Rule 4(i) of Tariff Circular No. 20 when publishing 
the rates which are to expire March 8, 1945, unless revoked 
or extended. The rule relief is extended on condition that the 
tariff be filed with the Commission in sufficient time to permit 
of at least 60 days’ notice prior to its effective date. 

The complaint was filed following condemnation by the 
Commission of the “proportional base plan,” according to com- 
plainants. The new plan of publication was worked out since 
the examiner issued his proposed report in the proceeding. _ 

Defendant railroads in trunk line and central territories, 
objecting to the dismissal of the complaint and to the granting 
of the application, took the position that the findings of the 
examiner were evidently not to the liking of complainants and 
that complainants were seeking to avoid the consequences of an 
investigation instituted on their own complaint by withdrawing 
the complaint and filing through their publishing agent “another 
tariff device which would leave them free to continue to main- 
tain an unconscionable rate adjustment.” 

Under the proposed plant, it was understood that what 
appeared to be through rates would be published from and to 
interior trunk line and New England points, such rates, how- 
ever, having no application in themselves but to be used for 
determining proportional rates from the ports by deduction of 
specific figures published in a separate section of the tariff. 

The Commission’s traffic men, evidently, took the position 
that the tariff would remove the evils found to exist in the 
“proportional rate basis” and non-concurrence plans of publica- 
tion, both of which had been condemned by the Commission, 
and provide a fairly easy means of ascertaining the propor- 
tional rates from the ports to destination. 


Coal Rates in Illinois 


Examiner R. N. Trezise began a hearing at Chicago, March 
18, in reopened No. 28881, bituminous coal rates within Illinois, 
and in I. and S. 5139, coal to Beloit, Wis., and northern Illinois. 
It was expected the hearing would continue at least until the 
end of next week. Testimony in a related case, No. 28888, 
Middle States Fuels, Inc., vs. Santa Fe et al., will be heard 
following the present hearing. 

The cases were reopened at the request of the railroads. 
They took the position that intrastate rates in Illinois were 
generally lower than the interstate rates on bituminous coal 
moving from Illinois, Indiana, and western Kentucky to points 
in northern and eastern Illinois and southern Wisconsin. The 
intrastate Illinois rates, maintained under authority of the 
Illinois Commerce Commission, were unjustly discriminatory 
against interstate shippers, and resulted in an annual revenue 
loss to the railroads of approximately $100,000 annually, they 
contended. 

At a pre-hearing conference last November, parties agreed 
on the manner of presenting evidence at the hearing (see 
Traffic World, Dec. 5, 1942, p. 1345). Under that arrangement, 
the railroads and the coal shippers, on the first two days, pre- 
sented exhibits of distances from mines to destinations; dis- 
tances calculated over shortest routes and short tariff routes; 
the number of carriers serving each shipping point; representa- 
tive destination points; tonnage figures for various routes of 
shipments, etc. W. J. Robertson, assistant chairman, Illinois 
Freight Association, introduced various maps and distance 
tables, statistics bearing on the number of times each origin 
point was used in showing representative movements, and esti- 
mates of revenue losses to the railroads on various movements 
at the intrastate rates. At his request, questions concerning 
‘Teasons why the factual data is what it is’ were postponed 
until later sessions, at which B. M. Hamilton, assistant general 
freight agent, Illinois Central, and C. J. Nelson, fuel traffic 
Manager, Burlington Route, were to be placed on the stand to 
answer questions on that subject. 

Additional testimony will be presented by the railroads 
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next week, as will rebuttal testimony by those objecting to the 
railroad request for rate increases. Representatives of the 
Illinois Coal Traffic Bureau, Northern Illinois Coal Traffic 
Bureau, Indiana Coal Traffic Bureau, and Western Kentucky 
Coal Traffic Bureau appeared in opposition to the railroads, as 
did Haskell Donaghue, special assistant to the federal price 
administrator. Erle Zoll, Jr., commerce attorney, Illinois Cen- 
tral, is chief counsel for the railroads. 

Railroad representatives said they would attempt to show 
that, though some rates within Illinois were higher than rates 
on interstate movements, for comparable distances, the rates 
were for the most part preferential to intrastate commerce. 

F. B. McElroy, examiner for the Illinois commission, sat 
with Examiner Trezise. Mr. McElroy was simultaneously con- 
ducting hearings in two [Illinois commission cases involving 
suspension of tariffs published by the railroads to increase rates 
on bituminous coal in the state. 


COAL, KY., AND ILL. TO CHICAGO 


The Commission has modified its order in No. 28629, Com- 
monwealth of Kentucky and Railroad Commission of Kentucky 
vs. Illinois Central, et al., and No. 28689, Illinois Coal Traffic 
Bureau vs. Ahnapee & Western, et al., prescribing rates on 
bituminous coal from western Kentucky to Chicago and points 
taking the same rates, to become effective May 1, on 30 days’ 
notice, instead of April 17, on like notice. In so doing, it con- 
sidered that part of the petition of defendants and railroad in- 
terveners for postponement, no action being taken on their 
request for reopening, rehearing, reargument and reconsidera- 
tion (see Traffic World, March 13). 

Reargument, reconsideration and rehearing in No. 28629, 
also has been asked by the Illinois Commerce Commission, 
taking the position that continuation of the order would result 
in the breaking down “of the entire rate structure from the 
various coal groups within the state of Illinois.’”’ Middle States 
Fuels, Inc., and Northern Illinois Coal Trade Association have 
petitioned the Commission for reopening of No. 23130, Intra- 
state Rates on Bituminous Coal Between Points in Illinois, for 
the purpose of dismissal and/or modification. 


WATER APPLICATIONS 


William J. Champion, of Newport, R. I., has applied to the 
Commission in W-889 for a certificate and a permit to operate 
as a common and a contract carrier in the transportation of 
passengers in Rhode Island waters, and of all commodities, 
from New York to Boston, and intermediate waters. 

In another application, docketed as W-890, Richard C. 
Davidson, of New London, Conn., has applied to the Commis- 
sion for a certificate as a common carrier of property generally, 
claiming exemption in respect of transportation of coal in bulk, 
and of towage for other carriers. The application asked for 
authority to operate on all rivers in Connecticut; on Long 
Island and Block Island sounds, and on Providence River. 


COMMISSION WATER ACTION 


By an order in W-277, Oliver J. Olson & Co., Temporary 
Application, the Commission, division 4, has authorized tem- 
porary operation, until July 1, 1943, by applicant as a contract 
carrier by self-propelled vessels in the transportation of land- 
ing barges from the Port of Los Angeles Harbor, Calif., to the 
Port of Seattle, Wash. Identical authority also has been given 
in W-450, West Coast Steamship Co. Temporary Authority 
Application. 

By an order in W-677, Valley Barge Line Contract Carrier 
Application, the Commission, division 4, on petition of the 
applicant, has set aside the certificate and order issued Dec. 
30, 1942, effective March 23, 1943. 

The Commission, division 4, by an order in W-260, Smith- 
Rowland Co., Inc., Contract Carrier Application, has denied 
postponement of the hearing accorded the applicant, at which 
to present evidence that the applicant’s operations were those 
of a contract carrier, the Commission having found it to be a 
common carrier. , 


WATER RIGHTS CONTROVERSY 

Following the petitions of Baltimore Insular Line, Inc., 
and the joint petition of Agwilines, Inc (Clyde-Mallory Lines) 
and ten other coastwise water carrier, the Commission, by an 
order in W-157, American Range Lines, Inc., Contract Carrier 
Application, has permitted the intervention of Baltimore Insular 
Line, Inc., and the Bull Steamship Line. The order also re- 
opened W-157 for reconsideration and hearing, and postponed 
the effective date of the American Range Lines certificate from 
March 15 until the further order of the Commission. Baltimore, 
and the carriers joined with Agwilines, Inc., in the joint peti- 
tion, had raised the broad question of the Commission’s policy 
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in granting common carrier certificates on contract carrier ap- 
plications, and specifically to the scope of the authority granted 
American Range Lines (see Traffic World, March 13). 

It was explained by the Commission’s Bureau of Water 
Carriers that the instant order mentioned only Bull Steamship 
Line among the carriers in the joint petition because the re- 
maining carriers had been granted permission to intervene as 
members of Atlantic Gulf Coastwise Steamship Freight Bureau, 
Inc., by the Commission’s order of Jan. 8. 


NO AUTHORITY FOR TARIFF 


The Commission, division 2, has issued an order rejecting 
local and proportional motor freight tariff No. 1, MF-I.C.C. No. 
1, of Pat Benson, doing business as Sterling Transfer, 314 Lin- 
coln Street, Sterling, Colo., presented to it for filing. The order 
said it appeared that the tariff purported to establish rates for 
transportation services for which there was no operating au- 
thority as required by section 206 of the interstate commerce 
act, and that it was unlawful and was not entiled to be re- 
ceived or filed by the Commission under the provisions of the 
act. 


TARIFF RELIEF EXTENDED 


At the request of C. F. Jackson, Agent American Trucking 
Association, Inc., the Commission, by Commissioner Aitchison, 
has issued amendment No. 2 to special permission No. M-29800, 
No. 7622, dated March 6, 1942, requiring that supplements filed 
thereunder which do not comply with tariff rules be canceled 
and the rates and charges be published specifically on or before 
May 15, 1943, so as to require carriers to bring their tariffs 
into conformity with the terms and requirements of Tariff Cir- 
cular MF No. 3 on or before May 15, 1944. 


STATUS OF PUBLIC STOCKYARDS 


The New York Central, New York Chicago & St. Louis, 
Erie, Pennsylvania, Baltimore & Ohio, and the Wheeling & Lake 
Erie have petitioned the Commission to reconsider its findings 
and orders in Ex Parte No. 127, Status of Public Stockyard 
Companies, as they related to the Cleveland Union Stock Yards 
Co. and Livestock Terminal Service Co. 

The petitioners said the Livestock Terminal Service Co., 
by a petition in Finance No. 14038, now sought to defeat the 
provisions of the Commission’s prior findings in Ex Parte No. 
127 “and if that application is approved it will have had the 
practical effect of permitting the Cleveland Union Stock Yards 
Co. as well as the Livestock Terminal Service Co. to abandon 
their operations as carriers subject to regulation.” 

The petitioners ask that the Commission receive evidence 
in Ex Parte 127 bearing on the common carrier status of both 
companies, defer its final decision on the record which may be 
made in Finance No. 14038 pending further consideration and 
additional findings in Ex Parte 127, and on reconsideration hold 
that the two companies, acting together, are common carriers, 
and subject to regulation under the act, and deny the applica- 
tion in Finance No. 14038. 


DANGEROUS ARTICLES REGULATIONS 


The Commission has announced receipt of certain applica- 
tions for “early” modification of its regulations for the trans- 
portation of explosives and other dangerous articles, No. 3666, 
to be established pursuant to authority of section 233 of the 
Criminal Code (transportation of explosives act) and section 
204 (a) (2), part II. interstate commerce act. 

Forty-six amendments are proposed, relating principally 
to packing and marking dangerous articles, handling cars, 
and waybills respecting highway transportation. 

In a notice dated March 13, the Commission said applica- 
tions for these amendments ordinarily would be considered at 
a public hearing. However, it added, it appeared that in ex- 
changes of views on the amendments, conducted by the Bureau 
of Explosives, Association of American Railroads, New York 
City, substantial agreement had been reached among all in- 
terested parties, and it was proposed by that bureau that the 
applications be disposed of by modified procedure. 

Any party desiring to be heard on any of the proposed 
amendments should advise the Commission in writing within 20 
days from the date of the notice; otherwise, the Commission 
said it ‘may proceed to investigate and determine the matters 
involved in the applications, or may temporarily suspend action 
on the proposed modifications pending the next formal hearing 
in this docket.” 


A.T.A. MEETINGS 
The American Trucking Associations, Inc., has announced 
that the annual spring meetings of its safety and operations sec- 
tion and business development section will be held May 20, 21 
and 22 at the Netherlands Plaza Hotel, Cincinnati, though it 
had not been decided as to the exact dates for each meeting. 
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J + * 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Ceurts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Superior Court of Pennsylvania.) Where Class D certifi- 
cate of public convenience was issued to trucker by public 
utility commission, and subsequently commission authorized 
trucker to operate under a temporary certificate of public con- 
venience “Approving Class B trucking service,” and thereafter 
certificate was renewed with authority given trucker to trans- 
port property as a Class D carrier within territory previously 
granted trucker had only a Class D certificate and not a Class 
B certificate. 


Administrative boards, such as the public utility commis- 
sion, have duty to hold fair and open hearings and to give 
notice so that those interested may have an opportunity to be 
heard and rudiments of fair play may be observed. 


If public utility commission’s order renewing trucker’s cer- 
tificate of public convenience was void, then trucker was with- 
out authority to engage in trucking operations, since a void 
order is no order. 

Where trucker having a temporary B certificate of public 
convenience filed application for renewal of certificate, and 
notice was served on trucker and other carriers in territory 
that application would be acted on without a hearing unless 
protests were filed, and trucker’s attorneys acknowledged re- 
ceipt of order, and public utility commission renewed certifi- 
cate of trucker as a Class D carrier and so notified trucker, 
and no request for rehearing was made within time provided by 
statute, nor was any appeal taken, commission had jurisdiction 
to make order, its action was not arbitrary, and trucker was 
not deprived of a full and fair hearing. Act July 26, 1913, 
P. L. 1424, art. 6, Sec. 17, 66 P. S. Sec. 811. (McCormick vs. 
Pennsylvania Public Utility Commission, 30 Atl. Rep. 2nd 327.) 





(Supreme Court of Tennessee.) Generally, a right of ac- 
tion accrues so as to start running of limitation statute when 
a complainant can bring suit to recover a sum of money alleged 
to be unpaid. 


While ambiguous tariffs are to be construed favorably to 
the shipper, in ascertaining the meaning of the language of a 
tariff the object sought to be accomplished is to be considered. 
Interstate Commerce Act Sec. 6 (7), 49 U. S. C. A. Sec. 6 (7). 


Where tariff provided a “floating-in” rate for shipment of 
cotton from outlying points to Memphis and, when the cotton 
was reshipped from Memphis, provided for a charge of the 
through rate from the outlying point to the destination, subject 
to a credit of the ‘“floating-in’” rate, and that the original local 
rate from the outlying point to Memphis would be charged if 
the cotton was not reshipped within two years and cotton so 
shipped was delivered at the destination after the two-year 
period had expired, the cotton was delivered within section of 
Interstate Commerce Act providing that cause of action for 
unpaid freight charge shall accrue upon “delivery” of the ship- 
ment by the carrier for purposes of three-year limitation sec- 
tion of the act. Interstate Commerce Act Sec. 16 (3) (a, e). 
49 U.S. C. A. Sec. 16 (3) (a, e). 


The amended section of the Interstate Commerce Act 
changing the period of limitation of a carrier’s action against 
shipper for unpaid freight charges from three years to two 
years did not manifest an intent to deprive the carriers and 


shippers of the advantages of the “floating-in” rate for ship- 


ment of cotton. Interstate Commerce Act Sec. 16 (3) (a), as 
amended by Act Sept. 18, 1940, 49 U. S. C. A. Sec. 16 (3) (a). 


The Interstate Commerce Act is intended to limit the 
power of the common carriers to fix their rates and to put an 
end to discrimination among shippers and as a protection of 
the shippers, rather than for the benefit of the carrier. 


The tariff relating to “floating-in” rates for shipment of 
cotton to Memphis was not construable as modifying the three- 
year limitation section of the Interstate Commerce Act as re- 
spects actions by carriers to recover unpaid freight charges 
from shippers, by cutting the limitation period down to one 
year. Interstate Commerce Act Sec. 16 (3) (a), 49 U.S. C.A. 
Sec. 16 (3) (a). (Hammond vs. McCallum & Robinson, 167 S. 
W. Rep. 2nd 981.) 
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March 20, 1943 


Reorganization Plans Upheld 


Reorganization plans for the Chicago, Milwaukee, St. Paul 
& Pacific Railroad Company and the Western Pacific Railroad 
Corporation, approved by the Commission and district courts 
under section 77 of the federal bankruptcy act, were upheld 
by the Supreme Court of the United States in decisions handed 
down March 15. 

Justice Reed delivered the opinion of the court in Nos. 
7, 8, 20, 33 and 61, cases involving the Western Pacific, and 
Justice Douglas delivered the opinion in Nos. 11-19, 32, in- 
volving the Chicago, Milwaukee, St. Paul & Pacific. In the 
Western Pacific case the court reversed the judgment of the 
United States Circuit Court of Appeals for the ninth circuit, 
while in the Milwaukee case the court reversed in part and 
afirmed in part the judgment of the United States Circuit 
Court of Appeals for the seventh circuit. 

In the decision in the Western Pacific cases, Justice Reed 
said the petitions for certiorari asked adjudication of questions 
that were important in the field of railroad reorganization. 

“They involve the respective function of Commission and 
court, the method of valuation of railroad property by the Com- 
mission, the legality of the exclusion of stockholders and cer- 
tain creditors from participation in the estate, a more favorable 
participation of a Reconstruction Finance Corporation claim be- 
cause of the new money furnished for the plan, allocation of se- 
curities among claimants, priorities of liens created by dif- 
ferent mortgages and subsidiary issues,” he said. ‘Heretofore 
this court has not passed upon them. For their determination 
we granted certiorari.” 

Reviewing the plan, Justice Reed said that relying largel« 
on past earnings the Commission found that the fixed interest 
charges of the reorganized company should not initially and 
substantially exceed $500,000 if the reorganized company was 
to maintain its property properly and obtain necessary new 
capital in the future. The Commission further determined, 
said he, that the plan should provide a capital fund for future 
routine additions and betterments and that this was estimated 
to require $500,000 annually. Carrying charges of $94,202 on 
existing equipment trusts were to be assumed by the reorgan- 
ized corporation. A new $10,000,000 first mortgage 4 per cent 
bond issue was allotted $400,000 annually, he said. These fixed 
charges aggregated $994,202. In addition to the fixed charges, 
the Commission determined the system reasonably could carry 
another $1,000,000 of contingent charges. Thus the over-all 
charge for annual fixed and contingent interest capital and 
sinking funds was limited to approximately $2,000,000 per an- 
num. Income mortgage 4% per cent bonds were authorized in 
the amount of $21,219,075. Their annual interest came to 
$954,858 and their one-half per cent sinking fund called for 
$106,095, he said. 

The justice said that in view of the foregoing limitation, 
capitalization of the reorganized company was fixed at $2- 
750,050 of undisturbed equipment obligations, $10,000,000 of 
first mortgage 4 per cent bonds, $21,219,075 of income mortgage 
4% per cent bonds, $31,850,297 of 5 per cent preferred stock, 
and 319,441 shares of common stock without par value. These 
issues Of preferred and common were based on possible earn- 
ings in addition to the $2,000,000 plus, he said. 

Justice Reed pointed out that the Commission had found 
that the equity of existing stock had no value and hence hold- 
ers of such stock were not entitled to participate in the plan. 

_The district court, said he, heard the protests against the 
action of the Commission and additional evidence offered and 
found that the plan conformed in all respects to the require- 
ments of section 77. The Circuit Court of Appeals reversed. 
That court, said Justice Reed, rested on the necessity of spe- 
cific valuation of the entire property, of the respective portions 
of it covered by the first mortgage and the refunding mortgage 
of each of the claims, and of the new securities allocated to 
the creditors. Such action, said the lower court, was deemed 
essential to enable the district court to exercise its independent 
ludgment on matters of valuation and allocation. The failure 
to make such separate valuations was held to require the set- 
ting aside of the district court’s approval of the plan. 

Justice Reed said the conclusion of the Court of Appeals 
a to the necessity for a detailed valuation “springs from its 
interpretation of the statute as to the function of the district 
court in reorganizations.” 

“When examined to learn the purpose of its enactment, 
‘ection 77 manifests the intention of Congress to place reor- 
fanization under the leadership of the Commission, subject to 
a degree of participation by the court,” he said. 

Under the present statute, said Justice Reed, the district 
Court had definite responsibilities in reorganizations, and he 
reviewed these briefly. 

. “The power of the court does not extend to participation 
In all responsibilities of the Commission,” said he. “Valuation 
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is a function limited to the Commission, without the necessity 
of approval by the court. . . . Congress apparently intended to 
leave the determination of valuation ‘of any property for any 
purpose under this section’ to the Commission. The language 
chosen leaves to the Commission, we think, the determination 
of value without the necessity of a re-examination by the court, 
when that determination is reached with material evidence to 
support the conclusion and in accordance with legal standards. 
It leaves open the question of whether in reaching the result 
the Commission had applied improper statutory standards... . 
Another restriction on court action is that the determination 
as to whether the plan is ‘compatible with the public interest’ 
rests, as valuation does, with the Commission. . . . The prob- 
lems of capitalization are of public interest. . . . So long as 
legal standards are followed, the judgment of the Commission 
on such capitalization is final.” 

In this case, said Justice Reed, the court was of the view 
that the district court performed its required function in accord- 
ance with the requirements of the statute. 

The court then discussed in detail the amount and character 
of capitalization, the method of valuation, allocation of securi- 
ties, priorities of conflicting liens, accommodation collateral, 
and change of conditions. 

‘Whatever may be the limits of the power of the Commis- 
sion to find claims worthless,” said Justice Reed, “the present 
plan may not be successfully attacked on the ground that Con- 
gress is powerless to authorize in bankruptcy the elimination 
of claims without value. Nor do we find violation of legal 
standards in the requirement by the Commission for a capital 
fund or the issue of stock to former holders of interest bearing 
securities.” 

Justice Reed said the Circuit Court of Appeals found error 
in the Commission’s failure to make definite valuations. After 
discussing that phase of the matter, he said the court was of 
the opinion that the determination by the Commission of the 
aggregate amount of securities that might be issued against 
the system was in substance a finding of total value for reor- 
ganization purposes. In view of the factors of value considered 
and the opportunity given all parties before the Commission 
and the court to present all desired evidence, the Commission’s 
determination stood on a firm basis, said he. He said the Com- 
mission’s conclusions impressed the court as in accord with the 
statutory requirements. The court also approved the Commis- 
sion’s allocation of securities. The court affirmed the district 
court’s conclusion adopting the Commission’s tentative deter- 
mination as to the priority of the first mortgage. The court 
said the Commission’s order was correct with respect to accom- 
modation collateral. 

As to change of conditions affecting the plan, Justice Reed 
said the plan under consideration was certified to the court on 
Sept. 28, 1939. At that time, said he, the results of increased 
business were just emerging into increased profits. In objections 
to the Commission plan filed in the court on Dec. 8, 1939, it was 
suggested, said he, that any estimate of railroad earnings made 
prior to development of war conditions must be revised. He 
said the district court, after considering all the objections 
offered, but without specifically discussing the changed condi- 
tions, approved the plan on Aug. 15, 1940. 

“The Commission’s forecast was made with knowledge and 
not in disregard of past fluctuations of income, in war and in 
peace,” said Justice Reed. ‘On the showing as to changed con- 
ditions made before the district court, there was no basis for a 
disapproval of the Commission plan as unfair to the junior 
equities. The further evidence of increased earnings, placed in 
the record by stipulations, does not lead us to reject the Com- 
mission’s plan.” 

As to objection to the effective date of the plan, Jan. 1, 
1939, the court said it was of the opinion that the provisions of 
subsection (b) of the act were sufficiently broad to empower 
the Commission to select the date for the institution of the 
reorganization. 

The opinion stated that Justice Frankfurter agreed with it, 
barring only the views expressed regarding the respective func- 
tions of the Commission and the district judge under section 
77, and that Justices Jackson and Rutledge took no part in the 
consideration or decision of the case. 

In a separate opinion, concurred in by Justice Frankfurter, 
Justice Roberts stated his views as to respective roles assigned 
to the Commission and to the district court in the reorganiza- 
tion process. 


Milwaukee Plan 


Justice Douglas said, in his opinion in the Milwaukee cases, 
that it was not necessary to discuss the respective functions of 
the Commission and the district court as that matter had been 
fully explored in the Western Pacific case. Against the back- 
ground of the conclusions reached in the Western Pacific case, 
said he, the various objections to the plan for the Milwaukee 
were considered. 
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“The objections of the debtor and the preferred stockhold- 
ers,” he said, “are in the main that the findings of the Com- 
mission are inadequate; that it did not employ proper criteria 
in determining the capitalization of the new company and in 
concluding that there was no equity for the stockholders; and 
that however proper the findings of the Commission on this 
phase of the case may have been when made, the earnings in 
1940, 1941, and 1942 demonstrate that the earning power of the 
road exceeds that which the Commission found.” 

Discussing the propriety of the criteria used by the Com- 
mission, Justice Douglas said that the question in a valuation 
for rate making was how much a utility would be allowed to 
earn, and that “the basic question in a valuation for reorganiza- 
tion purposes is how much the enterprise in all probability 
can earn.” 

“In this case,” he said, “the Commission followed the 
statute. While it made earning power the primary criterion, 
it did not disregard the other valuations. It considered them 
and concluded in substance that they afforded no reasonable 
basis for believing that the probable earning power of the road 
was greater than what the Commission had found it to be by 
the use of other standards. The Commission need not do more. 

“The finding of the Commission, affirmed by the district 
= . . . that the stock had ‘no value’ is supported by evi- 

ence... .” 

As to the question of the increase in earnings since the 
Commission’s approval of the plan, Justice Douglas said: 


The Commission conceived as its responsibility the devising of a 
plan which would serve ‘‘as a basis for the company’s financial struc- 
ture for the indefinite future.’’ We cannot assume that the figures 
of war earings could serve as a reliable criterion for that ‘‘indefinite 
future.’’ As some of the bondholders point out, the bulge of war 
earnings per se is unreliable for use as a norm unless history is to 
be ignored; and numerous other considerations, present here as in 
former periods, make them suspect as a standard for any reasonably 
likely future normal year. Among these are the great increase in taxes 
and in certain costs of operation and the decrease in water and truck 
competition. In addition to the increase in tax rates, of which we 
cannot be unmindful, there is the likely increase of the total tax 
burden occasioned by the conversion of debt into stock. It is estimated 
by certain bondholders that by reason of this fact a full dividend 
could not be paid on the new preferred stock and no dividend could 
be paid on the new common stock even on the basis of earnings as 
great as those for 1941. In view of these considerations we cannot say 
that the junior interests have carried the burden which they properly 
have of showing that subsequent events make necessary a rejection of 
the Commission’s plan. 


Justice Douglas said the Milwaukee plan authorized a capi- 
talization of $548,533,321 for the new company, the percentage 
of debt to total capitalization being 40.8. He said the annual 
charges ahead of dividends, including fixed and contingent in- 
terest, the mandatory payment of $2,500,000 (annually) to the 
additions and betterments fund, and the sinking fund, were ap- 
proximately $12,532,528. He said when dividends on the new 
preferred stock were included, the annual charges ahead of 
dividends on the common stock were about $18,099,920. 

Justices Jackson and Rutledge did not participate in the 
consideration or decision of these cases. Justice Robert, in a 
separate expression, said he would reverse the decree below. 


Effect of Decisions 


At the Commission’s Bureau of Finance it was indicated 
that the Supreme Court’s decisions in the Western Pacific and 
Milwaukee cases would have the effect of enabling the Commis- 
sion and federal district courts of jurisdiction to expedite action 
on railroad reorganization cases. The Supreme Court decisions, 
it was stated, established the principle for general application 
in railroad reorganization cases that the Commission did not 
have to determine specific valuations of parts of debtor railroad 
properties covered by mortgages. With respect to the court’s 
conclusion that the Commission had not violated legal standards 
in finding the common stock of the debtor railroads worthless, 
despite contentions of holders of such stock that increased earn- 
ings of the debtor lines in the period of the present war con- 
stituted a basis for better treatment of the common stock in the 
reorganization process, the statement was made at the Bureau 
of Finance that the Supreme Court had found the Commission’s 
action supported by the evidence in these particular cases, and 
that similar action by the Commission in other reorganization 
cases likewise would have to be supported by sufficient evidence. 

Thirty-three railroad reorganization proceedings were now 
before the Commission, it was said. In ten of those proceedings, 
no plan of reorganization had been submitted to the Commission. 
In each of four other cases, a reorganization plan had been 
submitted to, but had not been approved by, the Commission. 
There were three additional cases in which reorganization plans 
had been approved by the district courts of jurisdiction and 
three cases before the district courts in which plans approved 
by the Commission had not yet received court approval. In 
seven other cases, the district courts had approved but had not 
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yet confirmed the reorganization plans. There remained also, it 
was said, three ‘‘small” cases in which plans had been confirmed 
by the district courts but in which consummation of reorgani- 
zation had not been completed and the trustees had not been 
discharged. Petitions for certiorari in two of those cases, one 
involving the Akron, Canton & Youngstown, the other involving 
the Chicago & North Western, were now awaiting action by the 
Supreme Court, it was stated. 


FOREIGN GRAIN TO MEXICO 


The Commission has been advised that the federal court 
for the northern Texas district, Dallas division, on motion of 
the Commission, has dismissed, for want of venue, the suit 
brought by Tex-O-Kan Flour Mills Co. against the United 
States, in which the Commission was an intervening defendant 
(see Traffic World, March 13, p. 530). Tex-O-Kan had alleged 
in its suit that the Commission’s service order No. 103 had 
been issued by the Commission at the request of the Depart- 
ment of Agriculture to force the sale of wheat held by Com- 
modity Credit Corporation, and had prevented Tex-O-Kan 
from completing a contract with the Republic of Mexico for the 
shipment of 2,600,000 bushels of Canadian wheat by rail across 
the United States (see Traffic World, March 6, p. 530). The 
case was docketed as civil action No. 801, Tex-O-Kan Flour 
Mills Co. vs. United States of America. 


KEESHIN INJUNCTION CASE 


In No. 8259, Commission vs. Keeshin Motor Freight Sys- 
tem, the circuit court of appeals at Chicago, March 15, upheld 
the federal district court’s injunction order, issued more than 
a year ago, enjoining the Keeshin company from collecting 
lower charges than provided in its published interstate tariffs 
on traffic moving between points in the same state via points 
in another state. The decision was entered by Judges J. Earl 
Major, Will M. Sparks, and Otto Kerner. Counsel for the com- 
pany had contended that violations on which the Commission 
based its plea for an injunction had been inadvertent and that 
an injunction was too severe a penalty, particularly in view of 
the fact that all the violations had occurred in connection with 
shipments moving only between points in Illinois and East St. 
Louis, Ill., via St. Louis, Mo. The circuit court held that the 
district court had authority to issue an injunction enjoining the 
company from committing similar violations in other states 
served by the company (see Traffic World, Jan. 3, p. 268). 


Cc. & W. Il. OWNERSHIP CASE 

The federal circuit court of appeals at Chicago, March 
18, reversed the decision of the federal district court at Chi- 
cago, entered in June, 1941, in Civil No. 369, a case involving 
a dispute among the five railroads owning the Chicago and 
Western Indiana Railroad concerning the relative share each 
of the owner companies should bear of the C. and W. I. op- 
erating expenses (see Traffic World, Oct. 11, 1941, p. 912). 

The circuit court ruled that the C. and W. I. should assess 
each of the owner companies in proportion to the extent each 
uses its facilities, as determined by “wheelage” or mileage of 
train operations. It reversed the district court’s ruling that the 
C. and W. I. should assess each of the five owning companies 
equally on the basis of equal ownership. The five owner roads 
are the: Wabash Railroad, Grand Trunk and Chicago and East- 
ern Illinois, which instituted the suit, and the Erie and Monon, 
which opposed the contention of the other three that stock 
ownership should serve as the basis for assessments. 

The C. and W. I., which operates the Dearborn Street sta- 
tion at Chicago and terminal tracks from the station to Dalton, 
Ill., serves as a terminal for the five owner roads. It has been 
assessing charges on the five railroads on the “wheelage” basis. 


Cc. & N. W. MOTOR RIGHTS 


A special three-judge federal court at Chicago March 18 
dismissed the injunction suit brought by the Chicago and North 
Western against the Commission and the United States, in Civil 
No. 4955, in which the railroad sought to set aside the Com- 
mission’s order in MC 42614, C. and N. W. common carrier 
application. In that order, the Commission denied the rail- 
road’s application to operate as a motor common carrier In 
northern Illinois, Wisconsin, and the upper peninsula of Michi- 
gan under the “grandfather” clause of the act (see Traffic 
World, Jan. 30, p. 267). 

The court upheld the Commission’s ruling that the rail- 
road did not control the operations of contracting trucking 
companies, which transported less truckload shipments from 
and to C. and N. W. stations, to the extent required under the 
act for granting the application. The court was composed of 
Judge J. E. Major, of the circuit court, and Judges W. H. Holly 
and P. L. Sullivan of the district court. It is expected that 
= for the railroad will take an appeal from the court's 
order. 
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Rail Wage Hearings 


Witnesses for the 15 non-operating railroad brotherhoods, 
March 16, concluded their presentation of testimony concerning 
the unions’ wage demands, at the hearing before a fact-finding 
poard at Chicago. They required 12 days to present the testi- 
mony. The railroads began the next day to present testimony 
concerning the wage demands (see Traffic World, March 13, 

. 589). 

. Earlier, the brotherhoods called W. M. Homer, research 
director, Brotherhood of Railway Telegraphers, to discuss the 
railroads’ financial condition as a whole. He said that the rail- 
roads’ revenue a ton mile in 1942 was 167.4 per cent of the 
1920 average, and that the carriers’ operating ratio in 1942 was 
63.5 per cent, the lowest in more than 25 years. He said the 
Commission’s bureau of transport economics and statistics esti- 
mated that the railroads earned $960,000,000 in the year, repre- 
senting an income, before tax payments, of 9.94 per cent on 
a total investment of $22,536,000,000. He said the Commission 
had held, in Ex Parte 148, the 1941 rate increase case, that the 
railroads should compute their return on investment before 
paying taxes, rather than pass the taxes on to the public through 
rate increases. Jacob Aronson, chief counsel for the railroads, 
sought, by cross-examination, to show that taxes should be 
included in costs of operation, and asked the witness to say 
whether or not he thought the conception of taxes as a kind of 
cost was “sound philosophy.” The witness declined to answer. 

H. P. Melnikow, who had testified earlier, was recalled to 
present exhibits intended to show that employes of several auto- 
mobile companies who were engaged in labor similar to that 
of the non-operating railroad employes, received from 70 cents 
to $2 an hour compared to the rail employes average hourly pay 
of 77.3 cents. 

Frank Mulholland, counsel for the unions, requested per- 
mission to withdraw a number of demands made on some rail- 
roads by the Brotherhood of Railroad Signalmen of America and 
the Brotherhood of Maintenance of Way Employes for union 
shop contracts. He said that, on the railroads affected, the two 
unions had agreements concerning non-discrimination respecting 
hiring and retaining union employes, and it was felt that the 
union shop demands on those lines were served in violation of 
the so-called moratorium agreement between the unions and 
the railroads signed at the time of the 1941 wage case. As 
to the other railroads, and as to the other unions, the closed 
shop demand stood. 

Counsel for the unions and railroads submitted to the board 
a stipulation in which they agreed that, as far as they were 
concerned, the board could submit its report to the President 
more than 30 days from the date the board was appointed. 
Chairman Sharfman said he was not as yet certain that the 
board had a legal right to take more than 30 days to present 
its report. 


Parmelee Testifies for Railroads 


The first witness for the railroads was Dr. J. H. Parmelee, 
director, Bureau of Railway Economics, who testified, as he 
did in the 1941 wage case, concerning the railroads’ fiancial 
condition and their inability to meet the wage demands. He 
said the railroads’ 1942 net income, before taxes, was 
$958,830,654, representing a return of 5% per cent interest on 
a total property investment of approximately $26,000,000,000. 
He said the average ton mile revenue for the year was slightly 
lower than in 1941. The controlling features in the case, he 
said, were the war and its requirements. He pointed out that 
the nation needed “‘strong” railroads and would need them after 
the war. There were at present many unusual traffic demands 
that would be shifted to other transportation agencies after 
the war. Though rail freight traffic had increased more than 
40 per cent from 1929 to 1942, net income had increased only 
7 per cent, said he, adding that the 1942 earnings should be 
considered against the post-war need for great increases in 
additions and betterments expenditures. He discussed in detail 
the inability of the railroads to improve their facilities in the 
war period. 

J. G. Kerr, chairman, Southern Freight Association, pre- 
sented exhibits intended to show that traffic normally moving 
Via truck lines, pipe lines, waterways, and steamship lines 
constituted a large part of current railroad traffic and would 
revert after the war to the competing agencies. He testified 
that the competing carriers for the most part were expanding 
their facilities in the war period and would offer strong compe- 
tition to the railroads after the war. 

A. F. Cleveland, vice-president, traffic, Association of 
American Railroads, discussing land-grant rate deductions 
applicable on government traffic, said that land-grant and 
So-called equalization rates were probably applicable on much 
traffic on which full rates had been paid to the railroads in 
1942. He estimated that a post-war audit of such rates probably 


635 


would reduce by from $125,000,000 to $175,000,000 the 1942 
revenues of railroads and shown in their accounts as money 
actually earned. In addition, said he, the railroads had received 
full payment of through charges on transit freight in many 
instances where a large part of the transportation was still 
to be performed. 

It was expected that the railroads’ presentation of evidence 
concerning the wage part of the case would continue through 
the week of March 22. Testimony concerning the closed shop, 


short line, and express company demands will be presented 
thereafter. 


Firemen and Engineers Case 


In the hearing involving the firemen’s and engineers’ de- 
mands for changes in the bases of wage payments and employ- 
ment of additional men on diesel locomotives, the engineers 
began presenting testimony concerning their demands, following 
the conclusion last week of testimony by the firemen. 


In his opening statement, R. T. Miller, counsel for the 
engineers, followed the line of argument made by the firemen’s 
spokesmen. He said the horsepower of diesel locomotives was 
a fair basis for pay calculation, because it was a better reflec- 
tion of the productivity of diesels than was the weight on 
drivers, on which engineers’ pay currently was based. As to 
the demand for an additional or assistant engineer on each unit 
of multiple-unit diesels, including the first unit, he said it was 
not made to take over the jobs of firemen. An assistant engi- 
neer, competent to take over the engineer’s job in case of emer- 
gency and competent to service diesel motors, was needed on 
each unit of each diesel locomotive, in the interest of the public 
safety, said he. 


S. A. Alderman, chief counsel for the railroads, said there 
was no need for assistant engineers on diesel locomotives. There 
would be no work for such men, and their presence would 
constitute a safety hazard, he said. The engineers’ demands, 
said he, were primarily for wage increases, pointing out that 
engineers working on diesels with ratings of from 5,700 to 6,299 
horsepower would receive $14.63 a day under the proposed 
scale, compared with their present daily wage of $9.76. Assis- 
tant engineers would receive $13.83 daily, he added. 

J. P. Shields, assistant.chief of the union, testified con- 
cerning the proposed scale of wages. On locomotives with a 
horsepower rating of 600 or more, engineers and assistant engi- 
neers would receive 17 cents a day over their present wages 
for every additional 150 horsepower, he said. The union pro- 
posed that assistant engineers be paid uniformly 80 cents less 
than regular engineers, he said, adding that such pay repre- 
sented the union’s “fair appraisal for responsibilities” of the 
engineer’s work. 

Two sessions were spent in taking testimony and cross- 
examination of Earl J. Jacklin, professor of automotive engi- 
neering, Purdue University, who discussed the comparative 
power and performance of steam and diesel locomotives. Weight 
on driving wheels reflected only the amount of tonnage a loco- 
motive could pull and failed to reflect speed and efficiency, 
said he. Horsepower, he said, reflected the important factor 
of speed. He discussed at length such technical matters as the 
ability of steam and diesel locomotives of the same horsepower 
to pull various weights at various speeds; the relation of speed 
to wheel slippage or coefficient of adhesion, etc. Under cross- 
examination, he admitted he had never observed a diesel loco- 
motive in operation, but denied that his observations were 
theoretical. Mr. Alderman sought to show that the element of 
speed was greatly subordinate to the element of drawbar pull 
or tractive effort in consideration of locomotive productivity. 

It was expected that the railroads would not begin to pre- 
sent evidence in the firemen’s and engineers’ cases until near 


the close of the following week or the beginning of the week 
of March 29. 


“Paving Blocks” Flynn Retained 


It was learned March 17 that Edward J. Flynn, former 
chairman of the Democratic national committee, whose nomi- 
nation as minister to Australia was blocked in the Senate, had 
been retained by the five operating railroad brotherhoods to 
represent them as chief counsel at the fact-finding hearing con- 
cerning their demands for a 30 per cent pay increase with a 
minimum increase of $3 a day. He has been referred to as 
“Paving Blocks” Flynn, since it was discovered that paving 
blocks belonging to the city of New York were laid with city 
labor at his country home. He arrived at Chicago that day to 
begin consulting with heads of the unions. Union officials said 
that Charles M. Hay, who represented them as chief counsel 
in the 1941 wage case, had never been retained on a permanent 
basis. Mr. Hay, they said, was at present serving as regional 
director for the War Manpower Commission at St. Louis. The 
brotherhoods, in their request for a fact-finding board, asked 
that its hearings be opened in Chicago about April 1 (see 
Traffic World, March 13, p. 590). 
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Railroad Retirement Benefits 


“In comparison with payments under the general old-age 
and survivors insurance systems, railroad retirement benefits 
are at present seemingly high,” it is stated in the report of the 
committee on long-range work and relief policies to the Na- 
tional Resources Planning Board, transmitted to Congress by 
the President in connection with proposals to expand the social 
security system. 

“At first sight the considerable difference in average pay- 
ments may seem to be a reflection of the lack of dependents’ 
benefits under the railroad retirement system. But railroad 
benefits are higher even than those payable under old-age and 
survivors insurance to a retired worker with a wife entitled 
to a wife’s benefit. The national average for old-age and sur- 
vivors insurance payments to primary beneficiaries with no de- 
pendents is only about one-third of railroad retirement benefits, 
and a little over half where the primary beneficiary has a wife 
entitled to dependent’s benefit.” 

The committee discusses the independent status of the 
Railroad Retirement Board and, in effect, questioned whether 
it was good administration to have such a setup without the 
Federal Security Agency. It said there was not a desirable 
degree of coordination in regard to important financial aspects 
of the insurance programs administered by the Social Security 
Board and the Railroad Retirement Board. 

“The railroad retirement system, conceived on a reserve 
basis, would require a contribution rate of 10 or 11 per ceni 
of wages in order to be self-supporting,” said the committee. 
“The Railroad Retirement Board has recommended that instead 
of increasing the tax rates immediately, Congress should out- 
line a definite policy with respect to contributions from gen- 
eral revenues. On the other hand, old-age and survivors in- 
surance is no longer on a full reserve basis, and with the pro- 
vision of dependents’ and survivors benefits the system has 
taken on a completely different financial aspect. No policy has 
yet been formulated regarding the role of a contribution from 
general revenues. It would seem desirable that, if radical 
changes in the financing of the railroad system are contem- 
plated, they should be correlated with similar financial deci- 
sions in regard to old-age and survivors insurance, and vice 
versa.” 

The committee also discusses developments under the rail- 
road unemployment insurance act. 


Rail Workers and 48-Hour Week 


After describing as “most unfair and misleading” an article 
in the March issue of Reader’s Digest concerning railroad em- 
ployes and “featherbed rules” affecting such workers, Senator 
Downey, of California, speaking in the Senate March 16, as- 
serted that almost all employes of the Southern Pacific worked 
more than 50 hours a week last December and that some worked 
“as high as 59 and 67 hours a week.” 


Dealing with the allegation in the Reader’s Digest article 
that, because of the existence of arbitrary rules covering rail 
employment, there had been a waste of manpower on the rail- 
roads, Senator Downey said it was true that in the United States 
there were about 500 railroad engineers and firemen “who have 
what we call a fast, blue-chip run.” He said the magazine article 
in question discussed that particular group as though its mem- 
bers worked under conditions typical of those of hundreds of 
thousands of other railroad workers. There were probably only 
30 employes of that class in California, and the hours they 
worked exceeded 30 hours a week, he said. 

“The men on fast runs are at the cabs of locomotive engines 
running 70, 80 and 90 miles an hour,” he said. “Many of them 
travel through heavily populated territory. I am told that be- 
cause of the shaking of the engine and the great tension involved 
in driving it this character of work is most severe and oner- 
ous. The argument is made that men engaged in that kind of 
duty perform more burdensome work, more particular work, 
than do our transport pilots who, under the law, are now al- 
lowed to work more than 30 hours a week... .” 

Senator Downey inserted in the Congressional Record a 
tabulation, based on data reported to the Commission by the 
Southern Pacific, showing the average hours worked by the 
month and by the week by the various classes of employes of 
the Southern Pacific in December, 1942. The weekly averages. 
according to that tabulation ranged from 46 hours a week for 
passenger engineers and firemen, telephone operators and office 
assistants, and messenger and office boys, to 67 hours a week 
for chefs, cooks, waiters, camp cooks, kitchen help, etc. The 
average shown for carmen and skilled-trade helpers (mainte- 
nance of equipment and stores) and for callers, loaders, sealers, 
freight inspectors, truckers and laborers at stations and ware- 
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houses was 59 hours a week. Weekly averages for the operating 
employes—trainmen, enginemen and yardmen—in addition to 
that for passenger engineers and firemen were shown as fol- 
lows: Passenger conductors, brakemen and baggagemen, 48 
hours; freight conductors, brakemen and flagmen, 57 hours; 
yard foremen and helpers, 53 hours; freight engineers and fire- 
men, 52 hours, and yard engineers and firemen, 52 hours. 
Senator Downey obtained reproduction in the Record of a 
statement issued by the Office of Defense Transportation con- 
cerning the workweek of rail employes (see Traffic World, 
March 6, p. 534). He said he had talked to railroad workers 
in California who had not missed one day since Pearl Harbor. 
He declared that there were about 5,000 railroad workers 
“whose time of working is being criticized because there is some 
special rule of the railroad workers which limits how they may 
work,” and he added that he had no idea of the justice of the 
argument about this group but that, whatever the truth was, its 
effect on a million and a half of railroad workers was negligible. 


Transport Manpower Shortages 


In the course of debate in the Senate on S. 729, providing 
for deferment from military service of persons engaged in agri- 
cultural occupations, Senator Downey, of California, said he had 
an amendment to offer that provided, in effect, that in areas 
where there was a desperate shortage of transportation work- 
ers “the same exemption may be applied to such workers as is 
applied in the bill to the farmer.” 


Senator Downey said that “every day for the last 90 days 
there has been a greater amount of freight piled up around the 
San Francisco Bay area which the trucks could not handle than 
there was the day before.’’ He added that there was also freight 
in carloads that could not even reach the San Francisco ports, 
75 and 100 miles away. 


“The conditions are so terrible—and I use that word not with 
any exaggeration—that the truck drivers are working 75 to 100 
hours a week,” he said. “The rate of accidents has increased four 
or five times. Men are dying at the wheels, men are passing 
away on the jobs. 


“At the present time there is inability to move the essen- 
tial war goods by the truck drivers who can be employed. The 
government intends in the next year to send to the Oakland and 
San Francisco ports double or treble the amount of lend-lease 
goods that have been going there. It intends to increase tre- 
mendously the shipment of war materials to the aircraft and 
shipbuilding factories, and to place in San Francisco several 
hundred thousand more soldiers for training than are there now. 


.“‘The trucking proprietors and the members of the trucking 
union have‘told me there is not the slightest possibility that 
the transportation systems of California can even handle the 
essential war goods, excluding farm crops. . . . Eighty per cent 
of our farm crops are moved by trucks belonging to transporta- 
tion companies, and not belonging to farmers. The trucking 
companies of California have served notice upon our govern- 
mental agencies for weeks and months that the way things are 
going there will not be one truck available to move farm crops. 
. . . We are headed toward food riots and famine in fertile 
California. Even though we can by some miracle get the men 
on the farms to raise the food, we are not going to be able to 
transport it... .” 

Senator Downey has introduced S. Res. 113, requesting 
the heads of several government agencies, including the Office 
of Defense Transportation and the War Manpower Commission, 
to assign a representative of each of the agencies named to 
accompany a subcommittee of the Senate military affairs com- 
mittee to such places as the subcommittee might visit to hold 
hearings in an investigation of the existing shortage of labor 
in the Pacific Coast and Rocky Mountain states. 


Senator Wheeler, of Montana, inserted in the Congressional 
Record the text of a letter he had received from T. C. Cashen, 
of the Railway Labor Executives’ Association, expressing his 
views as an individual in support of an amendment by Senator 
Wheeler to S. 729 to exempt from military training and service 
under the selective service act “every registrant who was mar- 
ried prior to Dec. 8, 1941, who has maintained a bona fide 
family relationship with his family since that date, and who has 
a child or children under 18 years of age.’’ Mr. Cashen said 
that the railroad industry had been “robbed” of manpower that 
would be sorely needed before the end of 1943, “because Gen- 
eral Hershey and others in authority seem to have failed to 
recognize that transportation is one of the greatest factors in 
promoting a necessary and successful war effort.’ Senator 
Wheeler said that, acceding to requests by Senators Barkley, 
of Kentucky, McNary, of Oregon, and Johnson, of Colorado, 
he was withdrawing his amendment “at this time” and that he 
had assurance of Chairman Reynolds, of the Senate military 
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affairs committee, that that committee would give it considera- 
tion in the near future. 

Senator Downey renewed his discussion of truck industry 
manpower shortages in California, in a debate on war man- 
power legislation in the Senate March 16. 

Chairman Reynolds, of the Senate military affairs com- 
mittee, announced that he had told Senator Downey that if 
the latter would withdraw his amendment to S. 729 the com- 
mittee would give him a hearing on the amendment and on 
S. Res. 113, in the afternoon of March 18. Senator Downey 
agreed to withdraw the amendment he had proposed, for ex- 
emption of transportation workers from military service. 





AIR TRANSPORT REGULATION 


State commissions are aroused over provisions in H.R. 
1012, the civil aeronautics bill reported by the House committee 
on interstate and foreign commerce, they say are destructive of 
state power to regulate intrastate commerce. Among the com- 
missions that have expressed themselves, according to the Na- 
tional Association of Railroad and Utilities Commissioners, are 
the Illinois Commerce Commission, the Department of Public 
Service of the State of Washington, the Georgia Public Service 
Commission, and the Wyoming Public Service Commission. The 
legislatures of Iowa and South Carolina have adopted resolu- 
tions memorializing Congress in protest against enactment of 
the bill. Though the bill has been reported to the House, the 
aviation subcommittee of the interstate commerce committee 
has been hearing protestants against the provisions in question 
in executive session. 

“Not only does H.R. 1012 prohibit the regulation by any 
state of service and rates in intrastate commerce by aircraft, 
but it would also prohibit any regulation whatsoever by any 
state or subdivision of a state of any kind of aircraft operation, 
even locally, in private use, or in experimentation, or other- 
wise,” said John E. Benton, N.A.R.U.@ general solicitor. 


1942 AIR EXPRESS RECORDS 

Air express in 1942 broke all records for the number of 
shipments handled, total weight and total revenue, according 
to figures compiled by the air express division of the Railway 
Express Agency. Total weight of the 1942 shipments was 
10,582 tons, 93 per cent above 1941. The number of shipments 
was 1,405,320, up 7.5 per cent from 1941. The gross revenue 
exceeded $9,000,000 and was 111 per cent better than 1941. 

According to the agency, the increasing use of air express 
for the movement of essential war materials is responsible for 
an increase from 8.6 pounds in 1941 to 15.4 pounds in 1942 in 
the average weight of shipments. The average charges paid 
increased from $3.27 in 1941 to $6.43 in 1942. In the latter 
em of 1942, more than 35 tons of air express was being flown 

aily. 

Shipments moving in combination rail-air express service 
totaled 320,167 in 1942, up 24.3 from the year before. Interna- 
tional air express shipments, including those handled in the 
recently opened Monterrey-Mexico City service, totaled 182,000 
or 27 per cent higher than 1941. Revenue from that traffic was 
up 87 per cent. 


BOSTON-MOSCOW AIR ROUTE PLAN 


Northeast Airlines, Inc., has filed an application with the 
Civil Aeronautics Board asking post-war authority to transport 
persons, property and mail over proposed air routes across the 
north Atlantic between Boston, Mass., and Moscow, Russia, with 
service to several intermediate European cities, including Lon- 
don, England. The application has been docketed as No. 855. 

The applicant’s principal route to Moscow would include 
stops at Reykjavik, Iceland; the Faroe Islands; Oslo, Norway; 
Stockholm, Sweden, and Leningrad, Russia. A supplementary 
route would extend from the Faroe Islands to Glasgow, Scot- 
land, London, and Paris, France, and another from Oslo to 
Copenhagen, Denmark, and Prague, Czechoslovakia. Another 
proposed route would extend from the Scandinavian countries 
to Amsterdam, Holland, and London. 


PAN AMERICAN EASTERN DIVISION 1942 TRAFFIC 


The eastern division of Pan American Airways recorded 
a total of 8,968,031 miles of flight in 1942, an increase of 54 
per cent over the 5,816,163 miles flown in 1941. The division’s 
routes criss-cross the Caribbean, extending from Miami to 
Buenos Aires. It recorded an expansion of 650 per cent in air 
cargo through the Miami international gateway, and carried 
123,717 passengers, as compared with 111,066 in 1942. Most of 
the passengers traveled on government priorities. The records 
were made with reduced equipment, due to the turning over of 


planes for training programs and the conversion of passenger 
Space to cargo space. 
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Air Transportation 





New Orleans-Guatemala Air Route 


The Civil Aeronautics Board has granted to Pan American 
Airways, Inc., a temporary three-year operating certificate, au- 
thorizing transportation by that carrier of mail, passengers and 
express between New Orleans, La., and Guatemala City, Guate- 
mala, via Merida, Mexico. The board, in announcing its action, 
said that under terms of the same order it denied an application 
of American Export Airlines, Inc., for a route between New 
Orleans and Balboa, Canal Zone, via several Central American 
cities. Granting of such authority to American Export Airlines, 
said the board, would have involved establishment of 1,950 miles 
of new route for that company, “with resultant expenses of 
establishing and maintaining facilities for such operation.” 

The board said its order, issued in docket Nos. 373 and 497, 
applications of Pan American and American Export, respec- 
tively, had been signed by President Roosevelt. 

“The difference in the cost of the two proposed operations 
is of such magnitude as to outweigh any benefit which might 
accrue by the inauguration of a competitive service by an 
American flag carrier at this time,” said the board. 

The C.A.B. observed that Pan American’s routes in Central 
and South America included one between Guatemala City and 
Balboa and that, by the addition of 1,075 miles of new route, 
it could furnish transportation from New Orleans to Merida, 
thence to Guatemala City, there transferring traffic originating 
at New Orleans to its Brownsville-Canal Zone flight. The board 
said Pan American was rapidly approaching self-sufficiency in 
its Latin American operations and that the new operation could 
be integrated into the carrier’s system “with comparatively 
little expense.” The board’s announcement continued as follows: 


In issuing a three-year temporary operating certificate to Pan 
American, the board said that ‘‘in view of the enormous importance 
of air transportation in future international relations, whatever general 
reconsideration of basic international aviation policy which this gov- 
ernment may be called upon to undertake in the immediate post-war 
period should not be hampered by a decision of the Board granting 
unlimited operations in this proceeding.’’ 

The board pointed out that there was no question ‘‘that a com- 
munity of interest exists between the United States and Central 
America and Cuba... and it is well known that events within recent 
months have strengthened and increased the economic relations between 
the United States and Central and South America.’’ 

The Board said that New Orleans would provide a ‘‘gateway’’ for 
traffic between the United States and Central America and would effect 
savings from 300 to 700 miles over present routes for practically all 
traffic originating in the United States east of the Rocky Mountains. 

In the same order, the Board denied Export Airlines application 
for an operating certificate between New Orleans and Havana, Cuba, 
to Balboa, by intermediate Central American points; and Pan Amer- 


ican Airways application for a certificate from New Orleans to Havana 
to Balboa. 


Future of Transportation 


“In some sectors of the economy, public interest may be 
served better by the use of mixed corporations than by either 
wholly private enterprise or outright government ownership 
and operation,” it is stated in a chapter headed, “Promotion of 
Free Enterprise,’ in the post-war planning report of the Na- 
tional Resources Planning Board transmitted to Congress by 
the President (see Traffic World, March 13, p. 601). 

This chapter, said a footnote, was prepared under the di- 
rection of Assistant Director Ralph J. Watkins, by Dr. Glenn 
E. McLaughlin and the staff. 


Dr. Watkins prepared the summary statement of findings 
and recommendations in the report of last fall on “Transpor- 
tation and National Policy” in which he made the statement 
that ultimate solution of the problem created by public ex- 
penditures on transportation facilities might lie in the public 
ownership or leasing of all basic transport facilities (see Traffic 
World, Nov. 7, 1942, p. 1095). 


The “mixed corporation’”—that is, a corporation in which 
the government as well as private investors would be finan- 
cially interested—might be an effective form of organization 
in the post-war period for certain plants in those industries 
of crucial importance in wartime and in which the government 
had made great wartime investments, said the authors of the 
chapter on “Promotion of Free Enterprise.” 

“In this category,” they continued, “are aluminum, mag- 
nesium, other basic materials, synthetic rubber, some chem- 
icals, shipbuilding and aircraft. Through the mixed corpora- 
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tion, government could participate in the selection of the areas 
and the business units which are to continue to operate in 
these industries. Moreover, government representatives could 
check the degree to which public assistance to these industries 
in the forms of contracts or special subsidies was being used 
to develop improved products and to reduce costs. Other fields 
in which this type of joint enterprise could be used for new 
operating units are urban redevelopment, housing, transport 
terminal reorganization, air transport, communications, and 
electric power.” 

An interesting declaration in the chapter is that many 
private concerns are technically taking on the character of mixed 
corporations through acquisition of stock by the Reconstruc- 
tion Finance Corporation. 

“As a rule that corporation has not interfered in the op- 
erating details of these concerns,” it is stated, ‘‘but has usually 
exercised only the prerogatives of a creditor through loans or 
the purchase of preferred stock. The special corporations set 
up for large-scale rent projects by the Federal Housing Ad- 
ministration are of the mixed type.” 


Air Industry Comment 


In its Washington Newsletter, the National Aeronautic 
Association, comments on the foregoing under the heading, 
“Long-Hair Logic.” 

“The National Resources Rlanning Board, which faces ex- 
tinction unless Congress comes through with an appropriation, 
has submitted a lofty and idealistic recommendation for gov- 
ernment partnership in the air transport and aircraft man- 
ufacturing industries—post war,” it says. ‘Other industries 
complementary to aviation are also on the list of governmental 
collaboration when peace is restored. 


“The report opines that, ‘public interest may (Note the 
may—Ed.), be better served by the use of mixed corporations 
than by either private enterprise or outright government own- 
ership and operation.’ ” 


“Fortunately, according to opponents of this type of think- 
ing, such recommendation must get congressional blessing be- 
fore action can be taken on it. And observers on the Hill 
unanimously agree that it will meet with rough going in both 
Houses. There isn’t a chance in the world of these provisions 
being made into law—yet!” 


LAND RENOMINATED TO M. C. 


President Roosevelt has nominated Admiral Emory S. Land 
for reappointment as a member of the Maritime Commission. 
Admiral Land is chairman of the commission and war shipping 
administrator. 


Transportation Board 


In submitting an amendment to the first deficiency appro- 
priations bill, 1943 (H.R. 1975) to make available for the Board 
of Investigation and Research $11,000 for travel expenses and 
$23,000 for printing and binding, out of funds previously appro- 
priated for that board, Senator Hayden, of Arizona, said that 
the appropriation made for the board in “the regular appropria- 
tion bill” had been conditioned on the understanding that the 
board would wind up its business completely by June 30 of 
1943 (see Traffic World, March 13). 

“It has been asserted,” said Senator Hayden, ‘‘that in order 
to do so the agency needs the proposed increase in printing and 
travel allowances. It has indicated that it will close up its busi- 
ness. For that reason, the committee was willing to increase the 
—, which does not increase the appropriation in the 

i ig 

The Senate agreed to the amendment. 

With adoption of a conference report on the bill, Congress 
completed action on the measure, March 16, and sent it to the 
President. 

Though they used rivers and harbors that had been im- 
proved with expenditures of public funds, coastwise and inter- 
coastal water carriers were not subsidized, because such harbors 
and rivers would have required such improvements even though 
there had been no coastal or intercoastal carriers, the Maritime 
Association of the Port of New York contended in a memoran- 
dum submitted to the Board of Investigation and Research in 
connection with the board’s study of the relative economy and 
fitness of rail, motor and water carriers and the amount of 
subsidization of each type of carter. 

The association averred that the coastwise and intercoastal 
fleets played important roles in national defense and wartime 
activities. It said that defense requirements would have made 
necessary the construction of the Panama Canal and improve- 
ment of the nivers and harbors, else the U. S. navy could not 
have been built. 

As to transportation of commodities for which speed of 
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delivery was not the primary factor, water transportation was 
more economical than rail or truck transportation over distances 
of 300 to 300 miles and upward even though the water routes 
might parallel rail or motor carriers’ routes, the association 
declared. 

The association urged re-establishment of independently 
owned and operated coastwise and intercoastal water transpor- 
tation and disapproved of combination of all forms of trans- 
portation under one head or system. It said it believed that the 
most logical form of development would be that which resulted 
from research and experiment by the various forms of trans- 
portation and that each should be encouraged to develop inde- 
pendently “to the fullest extent compatible with traffic require- 
ments and the public interest.” 


MINNESOTA “WORLD AIRPORT” PLAN 


Establishment of international airports in Minnesota was 
advocated by Representative O’Hara, of Minnesota, as he ad- 
dressed the House March 16. He envisioned air travel routes, 
in the post-war era, extending across the United States and 
Canada to distant parts of the globe. A most likely develop- 
ment, he said, was that Minnesota would be at the crossroads 
of international air trade between the United States and much 
of the rest of the world. Minnesota, he added, met every re- 
quirement “as the one state where sufficient airports can be 
constructed to carry on this international commerce with the 
greatest efficiency.” 


POST-WAR PLANNING 


The Senate has adopted S. Res. 102, establishing a special 
committee to be known as the Senate’s committee on post-war 
economic policy and planning and to consist of 10 members, 
whose duty it would be to investigate and report on “all mat- 
ters relating to post-war economic policy and problems.” The 
sum of $50,000 is provided for expenses of the committee. 

The Vice-President has appointed the following to serve 
as members of the new special committee: Senator George, 
of Georgia, chairman; Senators Barkley, of Kentucky; Hayden, 
of Arizona; O’Mahoney, of Wyoming; Pepper of Florida; Lucas, 
of Illinois; McNary, of Oregon; Vandenberg, of Michigan; Aus- 
tin, of Vermont, and Taft, of Ohio. 


GREAT LAKES SHIPPERS’ BOARD 


Among the speakers scheduled for the annual meeting of 
the Great Lakes Regional Advisory Board at the Hotel Statler, 
Buffalo, N. Y., March 24 (see Traffic World, March 13, p. 596), 
are C. H. Dietrich, executive vice-chairman, freight claim di- 
vision, Association of American Railroads, on ‘Every Month a 
Perfect Shipping Month,” and C. R. Magee, manager, open car 
section, car service division, A. A. R., on national transporta- 
tation conditions. W. J. McGarry, manager of the ore and coal 
exchange, will speak on the ore and coal traffic for 1943. R. 
J. Bowman will report as chairman of the railroad contact com- 
mittee; Allen Dean as chairman of the car efficiency committee 
and the committee of chambers of commerce; Clare B. Tefft 
as chairman of the committee on legislation; W. A. Ruehl 
chairman of the freight loss and damage committee, and H. 
Adema as chairman of the interregional committee. L. H. 
Baughman, chairman, will present the report of the executive 
committee. Officers and members of the executive committee 
will be elected. F. E. Coombs is chairman of the nominating 
committee. 

The luncheon, at which Samuel B. Pettengill, vice-president 
and general counsel, Transportation Association of America, 
will speak on “The Battle on the Home Front,” will be spon- 
sored jointly by the board, the Niagara Frontier Industrial 
Traffic League, the Buffalo Chamber of Commerce and the 
Transportation Club of Buffalo. F. M. Renshaw, Buffalo Cham- 
ber of Commerce, is chairman of the local committee on ar- 
rangements. 

William E. Maloney, transportation commissioner, Corn 
Exchange of Buffalo, president of the board, will preside at the 
business session. There will be reports from commodity car- 
loading committees and representatives of individual railroads. 
Officers will be elected. 

On March 23, at the same hotel, the board’s executive and 
freight loss and damage committees will meet. 


ACME STEEL COMPANY LEAFLET 


The Acme Steel Company is enclosing with each check for 
quarterly dividends to stockholders a leaflet containing brief 
news notes about company activities, a reproduction of an 
advertisement used in business papers, showing the industry 
application of Acme steel strapping, and an illustration of 4 
woman war plant employe applying steel strapping to a box 
of army rations. The folder also carries an offer to mail a 
chart of business booms and depressions to those who make 
application for it. 
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March 20, 1943 


A. T. A. and Perfect Shipping Month 


“You may count upon the full cooperation of this office in 
calling motor carriers’ attention to the current campaign and 
to the necessity for perfect shipping,” said C. F. Jackson, secre- 
tary, freight claim section, American Trucking Associations, 
Inc., in reply to the letter sent the association by E. A. Jack, 
general chairman of the national management committee for 
the 1943 April Perfect Shipping Month, inviting it to join in the 
campaign (see Traffic World, March 13, p. 596). Continuing, 
Mr. Jackson said: 


To this end we will take 11,000 copies of the smaller size poster en- 
titled ‘“‘Ship Right for Victory’’ which will be distributed to all sub- 
scribers to the National Motor Freight Classification and to all sub- 
scribers to the various A. T. A. Service Letters. The other material 
enclosed appears to relate more directly to the shippers’ problem than to 
the motor carriers’; however, with reference to your proposed leaflet 
which you state will be reproduced on letterhead size paper in two 
colors, would be interested to see how you propose to adapt this to 
trucking operations. In this connection, would suggest that it could be 
considerably shortened for this purpose as much of the material would 
seem to relate primarily to shippers. If you would care to submit a re- 
vised draft, consideration will be given to also mailing this piece along 
with the posters. 


Ted V. Rodgers, president, A.T.A., issued a statement in 
support of the campaign in which he said that approximately 
15 per cent of the nation’s annual transportation bill was paid 
to the trucking industry. In former years, said he, perfect ship- 
ping usually had meant proper packaging of articles for ship- 
ment, with only secondary emphasis on prompt handling and 
maximum loading and with virtually no emphasis at all on 
selection of shorter routes. Today, said he, the picture had 
changed radically, and although proper packaging was still of 
great importance every effort must now be directed toward 
maximum utilization of the constantly diminishing transporta- 
tion facilities available. 


In urging the trucking industry to handle shipment prop- 
erly, he said: 


An example of imperfect shipping which was recently called to 
attention involved a shipment of canned goods—now ‘‘canned’’ in glass 
containers for the duration. It had always been the custom of the 
loaders to roll a stack of cases into the truck, tip the entire stack off 
the dolly and then ram the load in tightly by driving the bottom case 
in with the dolly. Previously this resulted in a few dented cans, now 
it results in a few broken glass jars, and the breaking of some jars in 
the bottom case so weakens it that the remaining jars are seriously 
imperiled. 


Gen. Gross on Perfect Shipping 


The speaker at the annual Perfect Shipping luncheon of 
the Traffic Club of Chicago at the Palmer House March 18 was 
Major-General Charles P. Gross, chief of army transportation, 
on “Perfect Shipping and How It Affects the War Effort.” He 
said he admired the Perfect Shipping movement for the “spirit 
of vigilance and the spirit of urgency” it showed on the part 
of shippers and carriers, but that he though it had, up to the 
present, been too much concentrated on domestic railroad traffic. 
It should be broadened to concern itself with transportation 
generally, especially with the war traffic overseas. He illus- 
trated what he meant by saying that military men, who found 
it necessary to move their household goods frequently, generally 
got it through in good shape when it was carefully crated and 
shipped by rail, but that when it was piled haphazard into a 
truck and tossed about in unloading, it often came through 
in a badly damaged condition. The remarks were obviously 
offensive to truck men, a considerable number of whom were 
among the 400 who attended the luncheon. He followed them 
with criticism of shippers who packed goods adequately for 
piling in box cars but whose cartons broke down when they 
were piled much higher in army depots and dumps. He said 
that if shippers adopted the practice of packing everything 
securely enough to stand the rough handling incident to numer- 
ous shiftings from rail to piers to ships to depots, back to ships 
to beaches and to dumps in combat areas, they would have no 
trouble about damage in transit on the domestic railroads. 

He described the difficulties encountered by the army when 
goods packed in paperboard cartons encountered heavy weather 
and sea damage. The cartons “dissolved,” he said, and the labels 
also. Wood boxes made of green lumber fared little better, he 
added, so the army had developed a new “victory board box” 
of paperboard impregnated to withstand 24 hours immersion in 
water and capable of withstanding a drop from “the second 
Story” without breaking open. 

. He spoke of other things—such as the necessity of conserv- 
ing space in cargo holds and the practice of “marrying” items 
that had to arrive together at destination to be of use—in none 
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of which, apparently, the shippers had a responsibility. On the 
other hand, he made a plea for careful and legible marking, in 
accordance with army instructions, in order to insure safe 
arrival at the proper destination. Of improperly marked army 
freight checked at the port of New York, he said, 41 per cent 
had been marked by “commercial houses.” 

The problem of cross-hauling on the railroads had not as 
yet been “licked,” he said, adding that the army still did some 
of it. He asked those present who observed such practices on 
the part of the army to notify his office. 

If the commanding generals of the U. S. forces overseas 
were asked today whether the shipping of their supplies was 
perfect, he said, the reply would probably be: “Perfect, hell! 
It’s not even good!” He said he hoped shippers and transpor- 
tation men would join with the army in improvements that 
would win from those commanders the praise: “Well done!” 

E. A. Jack, general traffic manager, Aluminum Company 
of America, general chairman of the management committee for 
Perfect Shipping Month, spoke briefly and introduced General 
Gross. He said there was a conflict of interest in claim reduc- 
tion in that the railroads wanted shippers to pack and stow 
everything so well that no damage could result no matter how 
roughly shipments were handled, at the same time insisting 
that the shipper pay freight charges on the weight of the pack- 
ing and dunnage, while, on the other hand, the shipper wanted 
to pack and stow his freight at the lowest expense possible 
commensurate with safe delivery under careful handling. The 
cooperative effort of Perfect Shipping Month served to bring 
the views of both parties more closely into harmony,. he said, 
and the evidences of that spirit were more striking in this war 
year than ever before. 

Lee Quasey, commerce counsel, National Livestock Ship- 
pers’ Association, chairman of the public affairs committee of 
the Chicago Traffic Club, which arranged the luncheon, presided. 


0. D. T. Traffie Problems 


Increases in the time required for transit of railroad 
freight shipments, amounting in some cases to as much as 50 
per cent compared with last summer, was a source of real 
concern to the office of Defense Transportation, Henry F. Mc- 
Carthy, director of O. D. T.’s division of traffic movement, 
declared in an address March 18 before the New England 
Shippers Advisory Board at Boston, Mass. 

The increased time required for turn-around of freight 
cars resulting from slowing down in transit had had the effect, 
Mr. McCarthy said, of a 4.2 per cent decrease in box car supply, 
compared with last year, and a decrease of 6.8 per cent in the 
size of the open-top car fleet. These adverse factors, said he, 
offset gains in the field of heavier carloading and made neces- 
sary further transportation conservation. 

Mr. McCarthy observed that the estimated weekly sav- 
ing of 65,000 box cars through operation of O. D. T.’s general 
order No. 1, requiring heavier loading of less-than-carload 
freight, ‘disregards the factors of empty movement of cars, 
cars made idle at a point removed from a pressing need for a 
car, car-days absorbed in filling out to required minimum, 
and additional car-days unloading a more tightly packed lad- 
ing. That figure also disregards the changes in destinations 
which have caused increased use of transfers with the reper- 
cussions that come from increased handling during a period 
of dwindling manpower supply.” 

“In summary, he said, “O. D. T. No. 1 did not add 65,000 
cars to the fleet of box cars, although it probably released 
enough cars to save the day last fall. It certainly cannot be 
relied upon to carry us through 1943. Something else had to 
be added, and several somethings remain to be added if we 
are to make the grade during the remainder of the war 
months.” 

Turning to O. D. T.’s general order No. 18, which required 
heavier loading of carload freight, Mr. McCarthy said he also 
found an undue amount of optimism regarding its results. Con- 
tinuing, he said: 


In discussing this order, I want to emphasize that in its conception 
the order was designed to secure maximum utilization of motive power. 
The car savings were considered a desirable by-product. The reason 
that I make that emphatic statement is that we have encountered oppo- 
sition to certain changes which are under consideration upon the ground 
‘“‘that no cars will be saved.’’ . . . With full loading of cars, it was our 
thought that the expected large increase in ton-miles (which did occur) 
could be handled without requiring an equivalent increase in the num- 
ber of locomotives required. ... 

There are offsets to the real gains in the field of heavier carloading. 
There is ample testimony that it takes longer to load and unload cars 
that are loaded to the roof, that the extension of the stop-off principle 
uses up more car-days and increases car-miles, and that increased switch- 
ing results from the stop-off and consolidation privileges in O. D. T. 
18. Admittedly, not as much car detention or as many car-miles or as 
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much switching as if two cars were used in place of one, but still the 
increased carload involves some sacrifice of car efficiency. . . 


All in all, O. D. T. 18 is not a final answer to our car problem 
for 1943. It does help—just as do several other orders and activities 
of all concerned. O. D. T. 18 can help more than it has, if its spirit is 
followed 100 per cent. Immediately after its effectiveness, we entered 
into a period of comfortable car supply conditions. The result was re- 
laxation on the part of a few individuals and some carriers. The mental 
attitude changed from ‘‘What can I do?’ to ‘“‘There is a good reason 
for not doing as much.’’ That easy car situation no longer exists, and I 
earnestly hope that the attitude has changed—If you have the desire to 
do the necessary, then all is well. But I must tell both carrier and 


shipper that there are competent men who are willing to compel the 
necessary. 


These strong words prelude my dissatisfaction with any compla- 
cency regarding the load and traffic handling problem facing the rail- 
roads. Measures thus far taken are inadequate to enable the unex- 


panding plant of the railroads to handle the burden of traffic that will 
come with an intensified war effort. . . 


The railroad fact is that despite the voluntary and orderly car con- 
servation measures that have already been adopted, the car supply is 
not comfortable and that car movement is not at all reassuring. The 
turn-around time—that is, the number of days required before the 
average car receives an additional load—of the average box car has in- 
creased to the extent that it has had the effect of 4.2 per cent decrease 
in the size of our box car supply compared with last year. The slow- 
ing down in transit of open-top cars has increased the turn-around to 


the extent that we have effectively decreased the size of our open-top 
car fleet by 6.8 per cent. 


Mr. McCarthy explained that a period of change from 
low to a high level of carloadings, the average turn-around 
time usually decreased because of the quick availability of 
return loads. This occurred, he said, through April, 1942, 
when the peak of efficiency was passed and adverse factors 
began working. He added: 


In 1942 the average loaded car-mile haul increased approximately 
16 per cent. More road time per trip, plus more interchanges, plus 
more repairs, is the consequence. The causes of this longer haul have 
been enumerated many times—diversion from water, the petroleum move- 
ment, the long haul to the ports, the construction program, etc. The 
effect is a direct depletion of our car supply. 

I cannot assure you that there is any slackening in this increase. 
In 1942 the revenue ton-miles of freight increased 34 per cent. In the 
first two months of 1943 the revenue ton-miles increased 30 per cent. 
In 1942 the first two months showed an increase of slightly less than 


30 per cent over 1941. There is little, if any, indication that the long- 
haul traffic is not continuing. 


New areas are becoming major originators or receivers of freight. 
The railroad system was not built or organized to accommodate such 
a quick departure from normal. The departures result in strains and 
lessened efficiency indices. The slowing down as a result of the traffic 


shift is dramatic in some sections of the country and deserves special 
attention. 


Compared with peacetime, we have a static bank of over 20,000 cars 
remaining at the ports for an average stay of about ten days. This 
bank serves as a reservoir of material for ship loading. An immense 
number of car-days are thus sacrificed in order to avoid loss of precious 
ship-days. This bank of cars will increase as our fleet of ships increases, 
and our export activity grows with the intensification of our war effort. 
Furthermore, the number of cars en route to the ports for export in- 
creases as the movement slows down and thus intensifies the gradual 
slowing down of the turn-around. 

Such a slowing down in transit time has a double-barreled effect: 
it requires a greater production and keeps a greater supply of scarce 
material sterilized in transit and it also absorbs a much greater supply 
of cars. This increase in transit time between given points is a real 
source of concern—in fact, it is the nub of the problem in its present 
phase. The car conservation measures have been in great measure offset 
by the slow-down which results from changed traffic movement which 
I have previously mentioned. 

A close scrutiny of your waybills over a period of time will proba- 
bly drive this point home to you. Recently, we have been examining 
some examples and we have found increases in transit time of as much 


as 50 per cent when we compare December and January with last sum- 
mer. 


After stating that the most recent check indicated that 87 

per cent of carload traffic was being routed by civilian indus- 

* trial traffic men, Mr. McCarthy observed that “improvement in 

car utilization, if any is possible on the part of shippers and 

receivers, is at least seven-eights, a responsibility of private 
industry.” He continued as follows: 


The point that I want to make is that the necessary action requires 
resourcefulness and initiative on your part. It calls for leadership 
on the part of each and every shipper, receiver, and railroad men. Al- 
ternatives are harsh—priorities, preferences, embargoes. . 

In our examination of the absorption of car-days which results 
from a slowing down in the movement, we have made certain discover- 
ies which I believe will interest you. The slowing down is general, 
but the degree of slow-down depends to a great degree upon the rail- 
roads and the routes selected. 

It would be dangerous for me to be too specific on this subject, 
for manifestly no one man or group of men can effectively route the 
125,000 carloads which originate each day. In order to spread the 
traffic load over all of the carriers and not unduly burden a few car- 
riers and permit unutilized capacity to exist on others, we must depend 
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upon the shippers and receivers of freight. In the shippers’ hands, 
then, lies the power to spread the load effectively. 

In our examination of transit times, we have discovered that the 
minute a car touches certain railroads it slows down and makes slower 
time than a shipment between the same points routed via other car- 
riers. Likewise we discover that certain combinations of carriers are 
not as efficient as others between given points. In order to spread 
the load over all the carriers in a manner by which the cars will make 
the fastest transit time, we must depend upon the shippers to discover 
the routes and channels of traffic which move the traffic fastest. . . 

I believe that you should re-examine your entire service per- 
formance in the light of March, 1943, results. If each shipper and re- 
ceiver makes this examination, there will be a tendency to find gradu- 
ally the routes of less resistance and the whole body of shipments will 
be expedited. I urge you, in your own interest, to make this exami- 
nation of service performance of the various routes, gateways, and 
combination of carriers. I also urge you to beware of rumors, to 
beware of herd-like changes from one road to another. Get the facts 
before you act and experiment cautiously—It is my belief that thou- 
sands of shippers making thousands of decisions upon a basis of fact 
and examination can speed up the flow of traffic. 


Mr. McCarthy said that O. D. T. had embarked on a pro- 
gram, working through the transportation division and the 
industry branches of the War Production Board, looking for- 
ward to conservation plans calculated: to reduce each industry’s 
demands for transportation. Said he: 


We are requesting elimination of excess hauling, he observed, to 
the degree that it can be accomplished without affecting full produc- 
tion and full consumption of essential goods. In your capacity as 
transportation advisers to your companies, you can assist the Office 
of Defense Transportation in insuring that transportation conservation 
is as carefully considered as material and manpower conservation. Again, 
in this field, you can eliminate some of the complacency that has 
existed in some of the industrial advisory committees who work with 
the War Production Board’s industry branches. 

We have encountered the objection that no action is necessary 
because there is a present car surplus or that the railroads still are 
soliciting business. Admittedly, there are certain railroads that can 
handle more business. Your routing prerogatives can see to it that 
these under-used railroads are made busier, providing they can equal 
the service offered, and generally the under-used railroad can provide 
as good or even better service than one straining under a near-capacity 
load. 

In this field of conservation and elimination of excess hauling, I 
realize that there are fundamental objections to a reshuffling of the 
American marketing economy. The point that I wish to make is that 
the gains—the accumulation of a reserve carrying capacity in our rail- 
roads—are well worth a temporary redefinition of marketing practices. 
We hope that this work can be done by industry itself. 

Again, the alternatives are harsh—preferences, priorities, em- 
bargoes, and, conceivably, imposition of plans which save transpor- 
tation without sufficient consideration being given to the procurement, 
distribution, and marketing practices of industry built up over a long 
period of years. 


Allegheny Advisory Board 


Carloadings in the area of the Allegheny Regional Advisory 
Board will be 2.3 per cent lower in the second quarter of 1943 
than they were in the second quarter of 1942, according to 
reports made by 36 commodity carloading committees at the 
annual meeting of the board at Pittsburgh March 17. The 
actual loadings in the first quarter of 1942 were 1,149,700 cars 
and those predicted for the second quarter of this year 1,122,769 
cars. The heaviest decrease is expected in the loadings of iron 
and steel, from 276,792 cars in 1942 to 249,113 in 1943, or 
27,679 cars. In percentages, sanitary ware leads the list of 
decreases with 65 per cent. Other high percentage decreases 
include polished plate glass, 35.5 per cent; petroleum and prod- 
ucts, 28 per cent; flat glass, 26.9 per cent; cement, 23.9 per 
cent, and rubber and products, 21 per cent. In cars, the 
heaviest predicted increase was in coal and coke, from 717,153 
cars last year to 732,213 this year. Heavy percentage increases 
include live stock, 70 per cent; fertilizers, 23.7 per cent; grain, 
15.3 per cent; general glassware, 14 per cent, and machinery 
and boilers, 12 per cent. 

Speaking at the meeting, Warren C. Kendall, chairman of 
the car service division, Association of American Railroads, 
said there was a serious “open-top car supply problem” in the 
area. All concerned hoped to avoid a car shortage, he said, 
but, if one should come, it would probably be in that type of 
equipment. The railroads were doing their best to avoid it, he 
said, by orders requiring the empty return, if necessary, of open- 
top cars of Allegheny ownership to home railroads from the 
west and southwest and the forwarding of 15 per cent of all 
gondola cars in the southeast to home territory. The tight- 
ness in the open-top car situation he said was expected be- 
cause of the anticipated increase in iron and steel production, 
based on the 1943 quota of 95,000,000 tons of lake ore; because 
of increased coal requirements by mills and furnaces in the 
area and at the head of the lakes, which have caused coal mines 
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to go on a six-day week, and by the added needed tonnage of 
fluxing stone. 

W. B. Shepherd, assistant general traffic manager, Alumi- 
num Company of America, Pittsburgh, general chairman of 
the board, presided at the meeting. The following new board 
officers were elected: 

General chairman, Edwin C. Jepson, general traffic man- 
ager, Wheeling Steel Corporation, Wheeling, W. Va., vice gen- 
eral chairman, W. P. Buffington, traffic manager, Rochester 
and Pittsburgh Coal Company, Indiana, Pa.; general secretary, 
P. W. Hartsock, traffic manager, American Lime and Stone 
Company, Bellefonte, Pa.; field secretary, Thomas W. Flick- 
inger, Pittsburgh; chairman of the executive committee, Floyd 
M. Russell, traffic manager, General Fireproofing Company, 
Youngstown, O.; vice-chairman of the executive committee, 
John B. Keeler, assistant general traffic manager, Koppers 
Company, Pittsburgh. 


Pacifie Coast Advisory Board 


The success of the railroads in doing a transportation job 
that would be about 10 per cent heavier in 1943 than in 1942 
depended on an increase of at least 5 per cent in railroad 
efficiency and in obtaining “the new equipment they require,” 
said M. J. Gormley, in a discussion of national transportation 
conditions at the annual meeting of the Pacific Coast Trans- 
portation Advisory Board at San Francisco, March 19. This, 
he said, was the joint responsibility of the railroads and those 
who use them. He paid the usual tribute to shippers for their 
cooperation but added that the railroads, too, deserved credit 
for the cooperation among themselves in loans and leases of 
locomotives and in furnishing to one railroad by another of 
materials not obtainable elsewhere. Railroads, he added, had 
“hauled without compensation empty cars which, when loaded, 
were not originally routed over their own lines.” The “vast 
army of trained and experienced railroad employes” was also 
responsible for the record the railroads had made, he said, 
and all railroaders, “from the top to the lowest rank” deserved 
a tribute. He spoke in particular about the performance 
records made by the western railroads under the stress of war 
traffic in the face of heavy movements through west coast 
ports. 

Others who spoke at the meeting, at which Walter S. 
Johnson, president, American Box Corporation, San Francisco, 
general chairman of the board, presided, included G. H. 
Shafer, general traffic manager, Weyerhaeuser Sales Company, 
St. Paul, Minn., president of the National Association of Ship- 
pers’ Advisory Boards, and H. A. Huckaba, district manager 
of the car service division, A.A.R., on transportation conditions 
in the board’s territory. LeRoy D. Owen, vice-president, West- 
land Warehouses, Inc., reported on the recent meeting of the 
National Association. 

There were reports from commodity carloading committees 
and railroad representatives. Harold D. Weber, general man- 
ager, Oakland Chamber of Commerce, presented the report of 
the executive committee. Other reports were presented by 
committee chairmen, including the railroad contact committee, 
W. H. Guild, executive assistant, Union Pacific, Los Angeles; 
legislative committee, Walter A. Rohde, manager, transporta- 
tion department, San Francisco Chamber of Commerce; port 
traffic committee, Charles A. Bland, port traffic manager, Long 
Beach; committee on tariff simplification, George D. Cron, 
traffic manager, Oakland division, General Motors Corporation. 

W. C. Griffin, assistant manager, port traffic section, 
A. A. R., described traffic conditions at west coast ports and 
Irving F. Lyons, traffic director, California Packing Corpora- 
tion, San Francisco, chairman of the board’s central committee, 
reported on the work of the car efficiency committees. T. F. 
McCue, traffic manager, Crane Company, Los Angeles, chair- 
man of the freight claim prevention committee, described plans 
for the 1943 Perfect Shipping Month Campaign, and O. P. 
Wheeler, chief, division of research, Federal Reserve Bank of 
San Francisco, analyzed the commodity carloading forecasts. 

The speaker at the luncheon was J. M. Johnson of the 
Interstate Commerce Commission. Ernest Ingold, president, 
San Francisco Chamber of Commerce, was toastmaster. The 
luncheon was sponsored jointly by the following organizations: 


San Francisco Chamber of Commerce; Alameda Chamber of Com- 
merce; Berkely Chamber of Commerce; Oakland Chamber of 
Commerce; San Francisco Transportation Club; Pacific Traffic Associa- 
tion of San Francisco; Industrial Traffic Club of San Fraritisco; Women’s 
— Club of San Francisco; Oakland Traffic Club; Pacific Railway 

ub, 


On the morning of March 18, the day before the general 
Session, there were public meetings of the freight claim pre- 
vention committee and of the central and local car efficiency 
committees. At the claim prevention meeting, R. S. Fagan, 
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superintendent of freight protection, Southern Pacific, San 
Francisco, spoke on “Claim Prevention from the Railroad View- 
point”; James L. Roney, traffic manager, S. & W. Fine Foods, 
Inc., San Francisco, on ‘The Effect of Heavier Loadings under 
O. D. T. Order No. 18 on Freight Claims’; G. G. Green, travel- 
ing loss and damage supervisor, Railway Express Agency, Los 
Angeles, on “Stray Shipments Due to Improper Marking, and 
Proper Packaging of Less-Carload Freight to Avoid Damage”; 
E. D. Rapp, district traffic manager, F. W. Woolworth Com- 
pany, San Francisco, on “Packaging Chinaware, Earthenware 
and Glassware in Corrugated Fibreboard Cartons,” and Cliff 
Malsie, traffic manager, Mission Dry Corporation, Los Angeles, 
on “Packaging of Fruit Juices in Corrugated Fibreboard 
Boxes.” At the car efficiency meeting, local committees 
reported. D. L. Spowart, superintendent of car service, Western 
Pacific, spoke on “Freight Car Efficiency from the Railroad 
Viewpoint.” 


PACIFIC NORTHWEST ADVISORY BOARD 


M. J. Gormley, executive assistant, Association of American 
Railroads, will speak on “The Job Ahead for the Railroads,” 
at a luncheon in connection with the annual meeting of the 
Pacific Northwest Advisory Board at the Multnomah Hotel, 
Portland, Ore., March 25. At the business session, at which 
K. C. Batchelder, traffic manager, West Coast Lumbermen’s 
Association, president of the board, will preside, Orville R. 
Miller, president of the Lumbermen’s Association, will describe 
the part played in the war by the lumber industry in an address 
entitled “The Forest Fights.” 

There will be reports from commodity carloading com- 
inittees and from railroad representatives. The latter will be 
summarized by N. A. Meyer, superintendent of transportation, 
Milwaukee Road, chairman of the board’s railroad contact com- 
mittee. R. V. Boyle, chairman of the freight loss and damage 
prevention committee, will outline the activities of the 1943 
April Perfect Shipping Month campaign. The report of the 
transportation committee will cover activities of local car effi- 
ciency committees in the board’s area, changes in demurrage 
rules and progress in obtaining complete cleaning of cars from 
receivers. The chairmen of the local car efficiency committees 
will make their reports at an open meeting of the transporta- 
tion committee on March 24, the day before the general meet- 
ing. W. C. Griffin, assistant manager of port traffic, A. A. R., 
will report on national transportation conditions and on export 


traffic at west coast ports at the general meeting. Officers will 
be elected. 


N. Y. Shippers’ Conference 


C. M. Smith, traffic manager, H. L. Green Company, was 
unanimously reelected chairman of the Shippers’ Conference of 
Greater New York at the annual meeting of the conference in 
New York last week. Other officers, also reelected, are J. H. 
Pretzell, assistant traffic manager, Standard Brands, Inc., first 
vice-chairman; F. L. Pomeroy, traffic manager, Vanadium Cor- 
poration of America, second vice-chairman; R. H. Goebel, Rub- 
ber Manufacturers’ Association, Inc., secretary-treasurer. 


Mr. Pomeroy, reporting as chairman of the classification 
committee, spoke of a proposal to amend Rule 6 of the Con- 
solidated Classification to require marking of freight with the 
name and address of the shipper and. the point of origin. The 
change, he said, was intended to reduce cases of lost and strayed 
freight, but the conference, by resolution, decided to be repre- 
sented at impending hearings to oppose the change as imposing 
added hardship on individual shippers. 

The report also covered attempts on the part of the com- 
mittee to obtain clarifying interpretations of Rules 15 and 16, 
providing for the assessment of carload rates on less-carload 
shipments where lower total charges resulted. It quoted from 
answers made by Walter Bockstahler, assistant director, divi- 
sion of traffic movement, O.D.T., to questions submitted by the 
committee. On a hypothetical shipment of 17,000 pounds, sub- 
ject to the second-class rate less-carload, and the fifth-class rate 
in carloads of 40,000 pounds minimum, Mr. Bockstahler said 
the shipper might load the goods in a box car on his siding 
under stoppage-in-transit or multiple-load provisions of General 
Order No. 18 of the O.D.T., but could not load it for movement 
in the car by itself, either on his own siding or at the freight 
station, except when it complied with paragraphs (c) or (d) 
of section 500.21 of the order, or when it moved under special 
permit. As to whether a railroad might card a car containing 
only such a 17,000 shipment through to destination, the answer 
was that the railroad or the shipper would have to consolidate 
and ship in a single car not more than three such shipments under 
the conditions contained in section 500.26 of the order. Finally, 
to the question as to whether or not a railroad must handle 
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such a shipment across its platform and whether or not, in such 
circumstances, it might assess the less-carload rate to the 
penalizing of the shipper, the answer was that the railroad 
under the order had no authority to handle such a shipment 
across its platform except for the purpose of taking advantage 
of the multiple-load provisions of section 500.26, and that the 
charges assessed on such shipment must conform to Rule 15 of 
the Classification. 

The committee report said that, while the answers did not 
clear up the matter entirely, they were the best the committee 
could obtain. It asked that the committee be discharged from 
further consideration of the matter and recommended that indi- 
vidual traffic departments handle the matter with originating 
carriers. The committee’s recommendations were adopted and 
its report as a whole adopted. 

W. L. Thornton, Jr., traffic manager, Port of New York 
Authority, reported on proposals for the establishment of 
penalty rules for delays in loading and unloading trucks on the 
dockets of the Central States Motor Freight Bureau and the 
General-Central Eastern Conference. He said there was much 
to be said for such a rule, but its fairness would depend on the 
length of the free time allowance and the weight of the penalty 
payments. If established in Central Territory, he said, such a 
rule would also probably be adopted by eastern truck rate 
bureaus. He recommended that the committee be instructed to 
study the matter and report to the conference. His recommen- 
dation was adopted. 

The conference adopted a resolution opposing bills in the 
New York legislature designed to professionalize traffic man- 
agement by statute and to bar other than state approved traffic 
men from practice before state bodies. It also voted to have 
Chairman Smith represent it at hearings before the Commission, 
in Washington March 15, in the freight forwarder investigation. 

Chairman Smith announced the appointment of the follow- 
ing chairmen of standing committees: 


Rate construction and tariff, G. E. Mace (acting chairman in the 
absence of A. C. Welsh, serving in the Army); classification, F. L. 
Pomeroy; freight claims, T. R. Freebody; legislation, G. E. Mace; 
motor transport and drayage, W. L. Thornton, Jr.; freight forwarders, 
L. F. Mongeon: intercoastal and inland waterways, C. Pascarella; 
freight terminals, R. M. Frazer; demurrage and storage, W. A. Moore; 
bills of iading, A. A. Stanley; express and parcel post, Roy J. Ross; 
export and import, Otto Olsen; membership, S. E. Hughes; publicity, 
C. H. Callaghan. 


SHIPPERS’ BOARDS AND PASSENGER CANCELLATIONS 


In a letter to the general chairmen of the thirteen regional 
shippers’ advisory boards, G. H. Shafer, president of the Na- 
tional Association of Shippers’ Advisory Boards, asks that they 
call attention of the membership of the regional boards to 
“numerous instances throughout the country where industrial 
traffic managers and officers of corporations are making ad- 
vance purchases of railroad tickets and Pullman accomoda- 
tions on a rather sizeable scale.in order to protect conjectural 
demands.” Frequently, he adds, such advance purchases are 
cancelled and requests for refunds made on the day of de- 
parture. By that time requests from others who desire space 
have been declined and the result is “that the trains leave ter- 
minal points with empty space although many are eager to 
secure it.” _ 

The practice is difficult to control, ‘under present regula- 
tions,”’ says he, but he is “fearful” that a continuation “will 
result in some drastic regulations being adopted” either by the 
O.D.T. or by the Commission. Therefore he urges that the prac- 
tice of last-minute cancellations of passenger space “be discon- 
tinued at once.” It would be a good thing for each regional 
board to establish a passenger committee or to assign pas- 


senger matters to some existing committee for attention, says 
he. 


PULLMAN RESERVATION ABUSES 


Henry F. McCarthy, director of the division of traffic move- 
ment of the Office of Defense Transportation, has addressed a 
letter jointly to the National Association of Shippers’ Advisory 
Boards and the National Industrial Traffic League urging “cor- 
rective action in connection with the reservation and purchase 
of Pullman space.” 

Having access to the records of the railroad companies 
and the Pullman Company, Mr. McCarthy said he was disap- 
pointed to discover instances all over the country where in- 
dustrial traffic managers and officers of corporations were 
making advance purchase of railroad tickets and Pullman ac- 
commodations on a sizeable scale in order to protect conjec- 
tural demands, with the result that frequently the advance 
purchases for which no later need developed, were surrendered 
“upon the day of departure just enough in advance to secure 
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a full refund.” He emphasized that frequently the space in ques- 
tion remained unsold and was unused, notwithstanding that 
previous requests from other parties for those accommodations 
had been refused. 

“Because of freight traffic pressure, the carriers are not 
fully able to cope with such practices and thereby shippers 
can take advantage of the situation and by hoarding and _ju- 
dicious release can protect not only their real demands but 
conjectural demands without financial sacrifice,” said he. 

“T call upon your organizations to do the necessary in con- 
nection with such practices. As you know, we have always 
felt that there is a field for action on the part of the shippers’ 
organizations in the field of passenger traffic as well as in the 
field of freight traffic on a national and local scale, and I as- 
sure you that there is need for corrective action in connection 
with the reservation and purchase of Pullman space.” 

If a government employe for whom a Pullman reservation 
has been made on a government transportation request does 
not use it and does not release the reservation in accordance 
with regulations, collection of the cost thereof should be made 
from the employe, according to the following ruling made by 
the Comptroller General’s office: 


B-32270. (S) | Transportation—Unused Pullman Accommodation 
Reservations—Government and Employes’ Liability. 

Payment for unused Pullman accommodations reserved on govern- 
ment transportation requests may be made from appropriated funds 
where the conditions of tariff I.C.C. No. A-20, ‘‘Governing the Redemp- 
tion of Sleeping or Parlor Car Tickets * * *,’’ are not so complied 
with as to meet in substance their requirements for redemption of 
tickets. 

Where a charge for unused Pullman accommodations, which had 
been reserved on a government transportation request for use of an 
employe, accrues against the government due to failure to release the 
accommodations in accordance with the provisions of tariff I.C.C. No. 
A-20, ‘‘Governing the Redemption of Sleeping or Parlor Car Tickets 
* * *'' and it is found that failure so to release the accommodation 
was due to the employe’s disregard of section 14 of the Standardized 
Government Travel Regulations or other negligence, collection should 
be made from the employe in the amount of such charge, but collec- 
tion is not required where it is administratively determined that failure 
to release is due to circumstances beyond the control of the employe. 

When unused tickets or portions thereof, representing unused 
Pullman accommodations reserved on government transportation re- 
quests, are presented to a ticket agent for cancellation, they should 
not be surrendered by the traveler to such agent but should be handled 


as required by paragraphs 32 and 33 of the Standardized Government 
Travel Regulations. 


LOCAL TRANSPORT ORDER 


Every vehicle carrying nine or more persons in local pas- 
senger transportation in the United States, its territories and 
possessions. was frozen in present service March 17 by order of 
Director Eastman, said the O. D. T., adding: 


The order applies to all Duses, street cars, trolley coaches, trucks 
converted for passenger use, ferryboats and other vessels except com- 
bat equipment of the armed forces. 

The order requires all federal agencies, including the Army, Navy 
and Maritime Commission, and war contractors furnishing transporta- 
tion for their employes, to file with the O. D. T. an inventory of their 
passenger carrying equipment. For equipment in continental United 
States, the inventories must be filed by May 15. For the territories 
and possessions, the date is June 15. 


In addition, the order provides that local passenger equipment 
cannot be bought, leased, requisitioned or used by these agencies and 
contractors without O. D. T. approval. 


Mr. Eastman said the action, prescribed by general order 
O. D. T. 35, would: 


1. Protect the transportation requirements of war workers and 
school children by preventing the transfer of vehicles from communi- 
ties where they are needed. 

2. Provide the O. D. T. with a complete list of all equipment in 
each area by which the shifting of vehicles to points of greatest need 
can be accomplished most efficiently. 

3. Uncover idle equipment. 


0. D. T. ON URBAN TRAFFIC CONTROL 


Director Eastman has sent to mayors of all cities having a 
population of 10,000 or more a set of instructions for effectuat- 
ing urban traffic control policies of the O. D. T., including, 
among other things, the elimination of unnecessary stop-and-go 
signals and revision of traffic regulations to expedite war traffic. 
The instructions are contained in a 16-page booklet, “Fitting 
Traffic Control to Wartime,” issued by the O. D. T., with co- 
operation of several organizations of motor vehicle operators, 
highway officials, and other interested groups. Mr. Eastman 
said he would request a report from the mayors “in about three 
months” showing what steps had been taken to conform to the 
O. D. T. policies. 
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Petroleum Transportation 


By the end of 1943, deliveries of petroleum and its prod- 
ucts in to the Atlantic seaboard area designated by the oil 
industry as district No. 1 should actually be greater than they 
were before the war, but present forecasts indicated that be- 
cause of heavier military demands the shortage of oil for 
civilian use would be “equally as critical as it was this winter,” 
said the Petroleum Industry War Council in a statement re- 
viewing the steps that had been taken, under the direction of 
Petroleum Administration for War, to supply the oil needs ‘of 
the eastern states by shifting the transportation load from 
ocean tankers to rail tank cars, pipelines and barges. 

The council said that “every day in 1941, on the average, 
we brought into the east coast area more than 1,500,000 bar- 
rels - _— and products, 95 per cent by ocean tanker.” 
It added: 


By the end of 1943 we hope to be delivering into the east 800,000 
barrels of petroleum a day by tank car, more than 600,000 barrels a 
day by pipeline, and about 200,000 barrels a day by barges and tankers. 
Included in the pipeline figure is the forecast effect of the completion 
of the 24-inch pipeline all the way to the east coast, and of the pros- 
pective 20-inch pipeline from the Gulf coast to Seymour, Ind. If the 
War Production Board approves the recent application for the exten- 
sion of the latter line to the east coast, deliveries will be increased 
by another 130,000 barrels a day. 


Petroleum Administrator Ickes announced that, in the 
week ended March 13, the rail tank car movement of petroleum 
and its products to the east coast area averaged 814,320 bar- 
rels a day, representing an increase of 17,228 over the daily 
average reported for the preceding week. 

Time consumed by repair work on tank cars in shops en 
route to and from the eastern states resulted in a loss of 
about 0.9 per cent in the volume of oil delivered to the east by 
rail, on the basis of data obtained in a study of December 
maintenance reports, according to the Office of Defense Trans- 
portation. It said the study was made by the committee on 
tank car maintenance of the section of tank car service in the 
0. D. T. division of petroleum and other liquid transport, in co- 
operation with the mechanical operations section of the O. D. T. 
division of railway transport and the Association of American 
Railroads. 

The O. D. T. said that reports submitted to it by tank car 
owners also showed a decrease in “bad order” cars, with 1.98 
per cent in that classification in the two-week period ended 
Feb. 15, as against 2.01-per cent in the two weeks ended Jan. 
15 and 2.25 per cent in the two weeks ended Dec. 15. 

“About 70,000 of the 145,000 suitable tank cars in the coun- 
try are engaged in transporting petroleum and petroleum prod- 
ucts to the 17 eastern states comprising district 1, frozen in 
that service by the O. D. T.,” the O. D. T. said. “Distribution 
among other services is approximately as follows: Petroleum, 
other than eastern service, 36,000; liquefied petroleum gases, 
2,500; chemicals, including acids, caustic soda, creosote, and 
similar products, 14,000; alcohol and molasses, 2,000; vegetable 
oils, fats, corn syrup and similar commodities, 6,500; railroad 
service, 11,000; War Department and other government agen- 
cies, 2,600.” 

The O. D. T. said its committee on tank car maintenance 
reported that most of the cars shipped en route were set out 
for light running repairs, involving replacement of wheels, 
brake beams, couplers, draft gears and similar parts.. It said 
that tank car maintenance instructions had been issued through 
the A. A. R. and that these were being followed closely by rail- 
~ Da owners, and inspectors of the A. A. R. and the 


Petroleum Tank Barges 


The Office of Defense Transportation announced that the 
fleet of 500 wooden petroleum tank barges, 21 towboats and 
100 tugboats now under construction at the direction of the 
Corps of Engineers, U. S. Army, to step up the flow of oil to 
tga would be operated by private companies on a charter 
asis. 

The first of the barges was scheduled to be launched March 
20 at Ocean City, N. J., and the rest of the building program 
was proposed to be completed by Oct. 30. 

_A three-member committee will allocate the units and 
designate the points between which they will be operated, giving 
private companies already in the towing business first oppor- 
tunity to charter the equipment, according to the O.D.T. Appli- 
cations will be submitted to the O.D.T. 

The barge allocating committee is composed of a repre- 
Sentative of the Defense Plant Corporation, subsidiary of the 
R.F.C., which is financing the program; the O.D.T., which spon- 
sored the program; and the Office of the Petroleum Adminis- 
tration for War. The committee will recommend to the Defense 
Plant Corporation the charter rate to be charged for the rental 
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of the craft, said the O.D.T. Each tug and towboat, with its 
complement of barges, will be chartered as a unit. 

Designed to move 100,000 barrels of residual fuel oil a 
day to the east, or along a route toward the east, the boats will 
be complete equipped by the army engineers and delivered 
ready for operation, says the O.D.T. The first barges and tug- 
boats to be launched will operate on the Gulf Intra-Coastal 
Waterway from New Orleans to Panama City, Fla., and along 
the Atlantic Intra-Coastal Waterway. 

Reporting on progress of the program under which steel 
barges were being converted to petroleum tank barges, the 
O.D.T. said that 25 of those units already were in operation 
moving petroleum products along the Gulf Intra-Coastal Water- 
way to Carrabelle, Fla., for storage awaiting opening of the 
Trans-Florida pipeline. Continuing, the O.D.T. said: 


Altogether, 122 steel barges have been acquired or are in process 
of being acquired for this conversion program. In addition to feeding 
the Trans-Florida pipeline, they will move petroleum products from 
Helena, Ark.—northern terminus of a 10-inch pipeline originating at 
Port Arthur, Tex.—up the Mississippi and Ohio rivers. 


The conversion program is under the direction of the Inland Water- 
ways Corporation. 

The new wooden barges, each capable of carrying 6,000 barrels, 
will be 169 feet 6 inches long. They will have a beam of 34 feet and 
a depth of about 10 feet 6 inches. While most of them are being built 
by private companies, some are being constructed at government plants 
at New Orleans and Memphis. 

The tugs will be steel-hulled. They will be equipped with 600 
horsepower Diesel engines and will be 85 feet 10% inches long, 10 feet 
6 inches deep, and 24 feet beam. 

The towboats, also steel-hulled, will be steam-propelled, each hav- 
ing 2,000 horsepower. They will be 185 feet long, 11 feet in depth, 
beam of 57 feet. 


Oil Committees Meet 


More than 200 chairmen and vice-chairmen of the state 
advisory committees to the division of motor transport of the 
Office of Defense Transportation and their subcommittees on 
local delivery met at the Sherman Hotel, Chicago, March 18 
and 19, to discuss problems confronting truck petroleum haulers 
with representatives of the O. D. T. and the Petroleum Admin- 
istration for War. Director Eastman of the O. D. T. appeared 
briefly to lend “moral support and to act as window dressing,” 
to quote his own words. He said he wanted by his presence to 
give evidence of his appreciation of the work of the committees 
and to ask for a continuation of that work. He said that the 
railroads deserved high praise for stepping into the breach in 
the petroleum crisis but that they could not have done the job 
without the unselfish help of the tank trucks. One heard most 
about the rubber shortage today, but in transportation by heavy 
trucks, he said, there were also shortages of vehicles, parts, 
gasoline and manpower. Even should the rubber problem be 
solved, he said, one of these other factors might at any time 
become so acute as seriously to interfere with truck transpor- 
tation generally and especially with the vital function of the 
tank truck in petroleum transportation. The greatest remaining 
opportunity for conservation in that field, he said, lay in local 
delivery operations. Now that the winter was about over and 
the prospect of human suffering because of fuel-oil shortages 
had waned, he said, more attention would be paid to that phase 
of petroleum transportation by the O. D. T. He hoped, he said, 
that at the conference the operators themselves would come up 
with plans drastically to reduce the waste of transportation in 
local petroleum deliveries. 


John L. Rogers, director of the O. D. T.’s division of motor 
transport, presided at the general sessions. He said, in an open- 
ing statement, that there was nothing at present to make oper- 
ators of heavy transport equipment feel cheerful about the 
rubber situation because it had not as yet been made certain 
that synthetic rubber was suitable for use on such vehicles. 
The outlook as to parts was better, he continued, and he pre- 
dicted “real relief” in “two or four months.” Manpower was 
a serious problem and the future was dark on that score, he 
said, and the fact ought not be overlooked that the truck haulers 
of gasoline might find themselves in a position where they could 
not have enough gasoline to operate their own vehicles to 
capacity. 

Fayette B. Dow, director of the O. D. T.’s division of 
petroleum and other liquid transport, said there was little pros- 
pect for a decrease in the pressure on the railroads in hauling 
petroleum to the eastern states. The estimated demand for the 
rest of 1943 and the first quarter of 1944 for petroleum for the 
seaboard states and for overseas shipment through Atlantic 
ports, he said, was 1,650,000 barrels a day. The completion of 
the 24-inch pipeline to the seaboard, the construction of an 
added pipeline and the stepping up of barge traffic to its limit, 
would still leave some 700,000 barrels a day to be hauled by 
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rail, he said. The trucks’ part was to take over more of the 
short-haul business so as to release rail tank cars for the long- 
haul movements, he said. Although the trucks had already 
released some 14,000 tank cars for that purpose, he said, there 
was still much short-hauling as indicated by the issuing of 
about 40,000 permits for tank-car movements of under 100 miles, 
and 40,000 more for movements of from 100 to 250 miles, in 
January of this year. Trucks should have been able to handle 
about 25,000 of those movements, he said. In the process, he 
added, tank truckers would be asked to do things they would 
not like to do, but he added that he hoped they would react like 
the railroads, who had accepted the burden of long-haul petro- 
leum transportation, with no prospect of permanency in the 
business, ‘‘without a murmur.” 

The second day of the conference, March 19, was devoted 
to a closed general session and to group meetings of committee 
members from the five P. A. W. regions. Speakers at these 
meetings included Otto S. Beyer, director, division of transport 
personnel, O. D. T.; L. R. Cowles, assistant director, transpor- 
tation division, P. A. W., and a group of officers from the U. S. 
army air force, including Colonel E. E. Exon, Captain I. M. 
Horton, and Lieutenant J. P. Klep. 





0. D. T. Motor Interpretations 


Jack Garrett Scott, general counsel of the O. D. T., has 
issued a revised interpretation of the applicability of exemp- 
tions pertaining to the armed forces in general orders O. D. T. 
3, 6, 17, 21 and 23, by substitution of the following for the 
decision answering “question 1” in an earlier series of interpre- 
tations (see Traffic World, Feb. 27, p. 488): 


Within the meaning of the pertinent orders, a passenger vehicle 
or a motor truck may be considered as operated ‘‘under direction of’’ 
or ‘‘under the direction of’’ the armed forces only when the vehicle 
is being operated subject to and in accordance with directions or in- 
structions: (1) given by a member or an agent of the armed forces 
who has authority to give such directions or instructions; (2) as to 
time, place, manner of operation of the vehicle and the property to 
be carried, 1nd (3) which the operator must obey. 

Time, place and manner of operation of a vehicle relate to such 
details as times of departure and arrival at given points, length of 
stop-overs, routes over which, and speeds at which, a vehicle is to be 
operated, and the manner or method of loading, unloading or delivery. 

The duty of obeying such directions or instructions usually arises 
from the contractual relationship of the motor carrier with the armed 
forces under a contract or agreement by the terms of which the carrier 
agrees that the vehicle shall be operated as directed or ordered by an 
authorized member or agent of the armed forces. A contract, for 
example, merely to sell end to deliver certain goods to the armed 
forces at a given time and place is not sufficient to bring the opera- 
tion of the truck within the phrase ‘‘under the direction of’’ as used 
in the orders even though the procurement officer of the armed forces 
undertakes to @irect when the truck shall depart from origin and 
arrive at destination, or the routes to be traveled. His directions are 
not binding upon the operator because the contract for the sale and 
delivery of the goods does not contemplate that the officer shall have 
the right to control and direct the operation of the vehicle in which 
the goods are transported for delivery. Consequently, the operator 
is not bound to obey such directions. 

A motor vehicle owned by the armed forces and leased to a private 
carrier for operation by him as an independent contractor is not to be 
regarded as operated under the direction of the armed forces. 


PRIVATE TRUCKING COMMITTEE 


Organization of local labor-management committees for the 
private trucking industry was planned in the monthly confer- 
ence of the private motor truck labor-management committee 
and officials of the Office of Defense Transportation. 

In general, the local committees will follow the pattern of 
the committees already established by the for-hire trucking 
industry in a large number of key cities. While the cities in 
which the local committees will be organized were not desig- 
nated at the meeting, it was indicated that for the most part 
they would be the same as those selected by the for-hire indus- 
try. The committees were being established, it was explained, 
to foster labor-management cooperation in dealing with prob- 
lems confronting the industry. Particular stress will be laid on 
studies of manpower shortages and reserves and on the conser- 
vation of the industry’s equipment. 

Establishment of joint trading programs through which 
several firms might develop new personnel to meet manpower 
shortages also was discussed, and the effect on the industry of 
actions to stabilize employment was reviewed. 

Applicability of the forty-eight hour week order to private 
trucking was considered, and it was decided that the O.D.T. 
should issue a bulletin discussing the order in relation to all 
transportation activities. 

It was agreed that labor and management continue their 
cooperative efforts, particularly regarding the conservation of 
equipment, rubber and supplies. 


TRAFFIC WORLD 


Otto S. Beyer, director of the division of Transport per- 
sonnel, Office of Defense Transportation, presided at the meet- 
ing. Also representing the O.D.T. were John L. Rogers, director 
of the division of motor transport, and Philip H. Trezise, of the 
transport personne] division. Present for labor were: Frank 
Brewster, Seattle; Dave Beck, Seattle; Frank Gillispie, Chi- 
cago; Patrick Burke, St. Louis; William Lee, Chicago; John 
Rohrick, Cleveland, and James Hoffa, Detroit. Management 
was represented by Leon F. Banigan, Washington, D. C.; H. Vv, 
Haley, Newark, N. J., and O. A. Brouer, Chicago, Ill. 


PRICE CEILINGS ON USED TRUCKS 


Ceiling prices for used trucks substantially below those 
being asked by some speculative dealers would be established 
shortly, the Office of Price Administration announced, March 15, 

“The ceilings will be based on specified depreciation from 
the cost of the vehicle when new,” the O. P. A. said. “They 
will also contain allowances designed to encourage recondi- 
tioning old trucks to bring them into operation during the war.” 

The announcement of the forthcoming regulation was 
made, the O. P. A. said, as the result of reports from the Office 
of Defense Transportation that some dealers had bought up 
substantial stocks of trucks and were holding them off the 
market for higher prices, thus curtailing essential work of truck 
operators. Used trucks are not now subject to price control, 
according to the O. P. A. 


TRUCK JOINT ACTION PLANS 


A joint action plan for the coordination of pickup and de- 
livery services within the terminal area of Chicago, IIl., sub- 
mitted by six common motor carriers operating into that city, 
has been approved by the Office of Defense Transportation, 
under its supplementary order O. D. T. 3—revised-17. 

Parties to the plan, according to the O. D. T., are: Motor 
Cargo, Inc., of Akron, O.; Interstate Dispatch, Inc., Chicago, 
Ill.; United Shipping Company, Minneapolis, Minn.; Great Cen- 
tral Transport Corporation, Detroit, Mich.; Brady Transfer 
and Storage Co., Fort Dodge, Ia., and the Indianapolis For- 
warding Co., Chicago, Il. 

Three joint action plans for the conservation of trucks, 
tires and equipment have been approved by it, the Office of 
Defense Transportation has announced. 

The first plan, it said, was submitted by 19 independent 
refuse collectors of Old Greenwich, Conn.; the second by 22 
retail milk distributors operating in the Auburn milk marketing 
area of New York, and the third by 37 retail milk distributors 
in the Albany milk marketing area of New York. Continuing, 
the O.D.T. said: 


Under the first plan, the refuse collectors agree to eliminate their 
duplicating services—which on some streets has resulted in four or 
five houses being served by as many as three trucks—through an even 
exchange of customers. No increase in rates will result and there will 
be no curtailment of service available to householders as a result of 
the plan. 

The second plan provides for every-other-day retail milk deliveries 
in the Auburn area, and for retail deliveries to start at 7:30 a. m. 
“‘Outlying’’ wholesale customers will be exchanged among the 22 par- 
ticipants in order to reduce the mileage operated by their trucks. 

The third plan is similar to the second, except that retail deliveries 
will begin at 7 a. m. and that retail customers may also be exchanged. 
Neither plan will affect the milk price structure in the areas covered. 


TRUCK INFORMATION OFFICES 


The Office of Derense Transportation has announced a list 
of joint information offices which have changed managers or 
addresses since the original announcement of their establish- 
ment. Following are the offices with present addresses and 
names of present managers: 


Atlanta, Ga.: 510 Chamber of Commerce Building; manager, R. S. 
Reese. Buffalo, N. Y.: 51 Earl Place; manager, Mrs. Marcella Mahan. 
Canton, O.: 433 Tuscarawas Street, W.; manager, Miss Jennie Pollock. 
Cleveland, O.; 1814 Stanard Building; manager, Edwin C. Reminger. 
El Paso, Tex.: Blumenthal Building; manager, F. W. Grueling. Greeley, 
Colo.: First Avenue and 18th Street (Reed’s Corner at Produce Build- 
ing); manager, Miss Sera Anderson. Greater Kansas City Joint In- 
formation Office, 1200 Genessee, Kansas City, Mo.; manager, Paul M. 
Landsberg. Memphis, Tenn.: 870 Linden Avenue; manager, Charles 
C. Thomas. Oklahoma City, Okla.: Public Market Building, 311 S. 
Klein Street; manager, Fred Cline. San Antonio, Tex.: 603 N. St. 
Mary’s Street; manager, D. R. Thomas. 


TEXAS DAIRY PRODUCTS TRANSPORT 


Approval by it of a dairy products industry transportation 
committee to represent producers haulers and processors of 
milk for the manufacture of butter, cheese and evaporated and 
powdered milk in Texas has been announced by the O. D. T.: 
It said the approved committee might now prepare and sub- 
mit industry transportation plans for the part of “the 100- 
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million-dollar dairy industry in Texas” represented by the com- 
mittee. The O. D. T. said it anticipated that plans drawn up 
by the committee for O. D. T. approval would save more than 
5,000,000 truck miles annually through elimination of dupli- 
cating truck routes, cross hauls and other wasteful truck prac- 
tices. The O. D. T. announced the committee membership as 
follows: 


L. C. Roberts, of Kingsville, Jack Wayne, of Cuero, Grant H. 
Johnson, of Ft. Worth, and Henry Teubel, of Tulia, manufacturers; 
H. D. Skidmore, of Alice, Albert Nagle, of Cuero, D. A. McGergor, of 
Troy, and Roy Haback, of Lamosa, haulers; L. A. Burdette, of Fal- 
furrias, J. F. McCurdy, of Cuero, Donald Crater, of Stoneberg, and 
J. D. Day, of Plainview, producers. 

East Texas area: J. M. Roddy, manufacturer, of Denison, Jess Orr, 
hauler, of Birthwright, and W. E. Wilson, producer, of Pickton, all 
representing cheese industry; L. L. Simpson, manufacturer, of Mt. 
Pleasant, J. D. Shumate, hauler, of Winfield, and W. N. Glover, pro- 
ducer, of Mt. Pleasant, all representing powdered milk industry; E. M. 
Ruhman, marvfacturer, V. B. Ewing, hauler, and Louis Wicker, pro- 
ducer, all from Sulphur Springs, all representing evaporated milk 
industry. 


Oo. D. T. ON MOTOR VEHICLE UPKEEP 


The O. D. T. has announced that owners of all types of 
passenger cars, trucks and busses who have had difficulty in 
setting up regular upkeep and service plans for their vehicles 
will be able to obtain, early in April, from O. D. T. offices in 
Washington and in the field, a ‘simple and complete” manual 
covering common maintenance practice. 


oO. D. T. APPOINTMENTS 


Director Eastman has announced the appointment of Louis 
C. Fritsch, an O. D. T. field consultant since last September, 
as supervisor of rail terminals at Los Angeles, Calif., succeed- 
ing Ernest A. O’Donnell, recently transferred to the new office 
of the O. D. T. division of railway transport at Houston, Tex., 
as, deputy director in charge of rail operations in that area. 

* The O. D. T. said that Mr. Fritsch, a native of Illinois, 
began his railroad service on the Baltimore & Ohio as engineer 
of maintenance of way and superintendent, and that, after hav- 
ing served in various capacities with other railroads, he became 
associated with the Chicago, Rock Island & Pacific as vice- 
president in charge of operations, construction and maintenance 
and remained with that carrier until his retirement in 1936. 


MOTOR IDLING WARNING 


With the coming of warmer weather, the O.D.T. has ad- 
vised that bus and truck drivers drastically reduce the time 
their engines idle during stops. In severely cold weather, it was 
sometimes necessary to idle motors to prevent radiator freezing 
and crankcase dilution, said the O.D.T. But now that more mod- 
erate temperatures prevailed, the O.D.T. said bus and truck 
drivers should be careful to turn off their engines during even 
the briefest of stops. 

“The prompt shutting off of engines during stops will be 
an important step in the conservation of critical gasoline and 


will help particularly in the petroleum-short east,’ said the 
O.D.T. 


O. D. T. AND O. P. A. ON CAR-SHARING 


In a joint statement issued March 18, Director Eastman, 
of the O. D. T., and Price Administrator Brown said that mo- 
torists who joined car-sharing clubs were “taking advantage of 
the most efficient and practical way to keep their cars in shape 
to do the important job of relieving the critical public trans- 
portation problem.” The statement was issued after the O. P. A. 
had announced that its war price and rationing boards would 
lay increased emphasis on car-sharing as a requirement for 


obtaining supplemental “B” and “C” gasoline rations after 
March 22. 


GOVERNMENT AND TRANSPORT BIDS 


A bulletin issued by the Household Goods Carriers’ Bureau, 
of Washington, contains a recommendation that Congress in- 
vestigate “the duplication of service and wanton waste in ar- 
Tfangements for transportation under the bid procedure” em- 
Ployed by the federal government. 

__ The bureau asserts that the government is amply staffed 
with competent traffic departments and efficient personnel, but 
that “in duplication of that effort’ purchasing officers are 
continuing their practice of “buying” transportation at the low- 
est available cost. Continuing, it says: 


Apparently ‘‘cost’’ as viewed by these purchasing departments 
conceives only the reduced price obtained from carriers under the 
Shake-down method and with absolutely no consideration of the enor- 
mous loss of man hours and money employed under the bid arrange- 
ment, not to speak of equal loss of manpower and money on the part 
of both the government and the carriers in final reconciliation of these 
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transactions which invariably give rise to complaint based on under- 
charge and overcharge and loss or damage simply because they were 
not handled upon sound transportation principles. 

To illusirate: We have on our desk a bid form, in triplicate, 
constituting 36 pages of information and instructions covering a bid 
proposal for the transportation of 175 sewing machines from Chicago 
to twenty-one points in Wisconsin, upon which the government is 
endeavoring to find the ‘‘cheapest method’’ of transportation by bid. 
We don’t know how many copies of this 36-page, triplicate form were 
mailed to carriers but we can visualize the hours of wasted time, 
material and effort employed to duplicate an arrangement whereby 
under the simple procedure of issuing a government bill of lading 
this shipment of sewing machines would have been placed in the 
hands of carriers best fitted to effect the delivery at legally published 


tariff rates long before the ‘‘master minds’’ had completed this 36-page 
document. 


cor! RAIL-TRUCK COORDINATION 


-O.D.T. officials said this week there was nothing imminent 
with respect to issuance of an order dealing with rail-truck co- 
ordination. A revised draft of the proposed rail-truck order that 
had been under consideration for some time was now being 
studied, it was stated (see Traffic World, Feb. 27, p. 489). It 
was understood that a proposal was under consideration to 
prohibit short rail freight movements in terminal areas but not _ 
to limit the length of hauls by truck, as an initial approach _te~ 

. meeting the problem under study. anal 
\ 


- —_ — 
N___HoLDING-MOTOR SHIPMENTS 


“The time during which a common motor carrier in over- 
the-road service may hold a shipment for hauling does not 
start until the shipment is in the carrier’s possession and 
proper shipping instructions have been received from the ship- 
per,” said Jack Garrett Scott, general counsel of the Office of 
Defense Transportation, in an interpretation of General Order 
O. D. T. No. 3, revised. 

“Under General Order O. D. T. No. 3, revised, no common 
motor carrier may hold an over-the-road shipment for more 
than 36 hours at any one station or more than 48 hours at two 
or more stations, if the shipment could be handled by another 
common carrier within those periods.” 

Reports indicated, O. D. T. officials said, that many car- 
riers had construed this provision to mean that the time would 
start when a shipment was reported to a joint information 
office though the carrier had not yet taken possession of -the 
shipment nor received final shipping instructions. 

Mr. Scott ruled that the time the shipment might be held 
was determined solely by the time the shipment, together with 
the shipping instructions, had been received by the carrier at 
one of his regular stations. 





BUS COORDINATION 


Two special orders, effective March 27, coordinating inter- 
city bus operations so that existing equipment can be utilized to 
transport more passengers and to provide improved service 
have been issued by Director Eastman, of the Office of Defense 
Transportation. 

Special Order O. D. T. B-38 governs operations of Penn- 
sylvania Greyhound Lines, Inc., Cleveland, O., and the Lake 
ee Co., Sandusky, O., between Norwalk and To- 
edo, O. 

Special Order O. D. T. B-39 affects operations of Northern 

Pacific Transport Co., Billings, Mont., and Burlington Trans- 

portation Co., Chicago, Ill., between Billings and the Wyoming- 

ag State Line via Bridger, Mont., over U. S. Highway 
Oo. q 

Both orders direct the staggering of schedules and the 
pooling of depot and ticket facilities wherever practicable. 


GASOLINE RATIONING 


“Procedure for handling applications for gasoline rations 
for fleet and official vehicles is simplified in an amendment to 
the gasoline rationing regulations,” says the Office of Price 
Administration, adding: 


Instead of filing official O. P. A. tire inspection records for every 
vehicle, applicants seeking renewals of fleet or official rations, on 
proper showing of hardship in submitting tire inspection records, may 
submit 4 statement certifying that all necessary tire inspections have 
been made 

This action was taken because it is frequently difficult for owners 
of large fleets and operators of official cars and motorcycles to gather 
the tire inspection records for vehicles, which may be in widely scat- 
tered locations, in order to have the records for presentation to a 
War Price and Retioning Board. 

A simple statement that tires on each vehicle have been inspected 
and approved in accordance with the tire rationing regulations will 
make it easier for operators of fleet and government vehicles to get 
their rations renewed. It will also expedite handling the applications 
for the rationing boards. 


The changes are made in amendment 32 to Ration Order 5C, effec- 
tive March 29. 
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/Detention of Cars 


Commissioner Johnson, in charge of car service matters for 
the Commission, is “after” those responsible for detention of 


In a letter to George H. Shafer, president, National Asso- 
ciation of Shippers Advisory Boards; R. R. Luddecke, president, 
National Industrial Traffic League, and W. C. Kendall, chair- 
man, car service division, Association of American Railroads, 
he said, in part: 

It is clearly necessary that the matter of car detention should be 
dealt with more vigorously than heretofore, and no excuse should be 
accepted for unnecessary detention. The Commission’s service agents 
have been instructed to pursue this course and to recommend embargoes 
in every case where it is evident that there is unnecssary delay to cars. 

/I think the same action should be taken by representatives of the ad- 
visory boards’ vigilance committees, the car service division of the 
Association of American Railroads, and individual railroads, and I hope 
you will take the necessary action to further this program. The prac- 
tice of unnecessarily detaining cars must be strenuously dealt with. 


The commissioner referred to a meeting in his office at- 
tended by those to whom the letter was addressed “to consider 
a general increase in demurrage rates to prevent car detention.” 
It was the conclusion of those present, said he, that the general 
use of embargoes would be more effective in controlling car 
detention than a general increase in demurrage rates, and a 
recommendation was made that “greater resort should be had 
to embargoes in those cases where it is found that cars are not 
being promptly unloaded, and in placing embargoes considera- 
tion should be given in each case to the question of whether the 
embargo should be general in character or confined to a par- 
ticular commodity.” 

Commissioner Johnson has also written a letter to a com- 
pany in Massachusetts—name not disclosed—charging it with 
“using railroad cars for storage.” In part, he said: 

When this «var loomed on the horizon, it was made plain and cer- 
tain that railroad cars would be used in this war for transportation 
and not for storage, because of the disaster to railroad transportation 
in the last war. It is going to be unfortunate if you don’t secure storage 
space, for steps will be taken at once that this storage of your goods 
in railroad cars be stopped. 


This shipper, according to the letter, was indulging in the 


practice of loading cars before it was in possession of all neces- / 


sary papers and permits required for actual shipment. Com-/ 
missioner Johnson also has asked the car service division of the| 
A. A. R. to take steps to “insure that any similar cases, wher/ 
ever they may exist, be found, and action taken with the ship+ 
pers, which will result in stopping the practice,” according to a 
letter sent to railroad transportation officers by Chairman 
Kendall. 

“The field forces of the car service division have been in- 
structed to handle vigorously for correction any instances of 
this nature developed in checks, and car service division, will 
be glad to handle any cases which railroads may report,” said 
Chairman Kendall. “This is a very important _subjéct and 
should be forcefully followed on each railroad.” 


CAUSTIC SODA SHIPMENTS 
The date set for control of shipments of caustic soda by 
tank car and tank truck, under General Transportation Order 
No. T-1, has been extended from April 1 to May 1, 1943, by 


Revenue Freight Loading 


Revenue freight loading the week ended March 13 totaled 
769,042 cars, according to the Association of American Rail- 
roads. This was an increase of 20,152 cars or 2.7 per cent over 
the preceding week, a decrease of 30,314 cars or 3.8 per cent 
under the corresponding week of 1942, and an increase of 9,435 
cars or 1.2 per cent over the corresponding week of 1941. 





TRAFFIC WORLD 


Amendment I, issued today by the War Production Board. 
Under List I of the order, shipments of caustic soda by tank 
car and tank truck may not be made outside the boundaries of 
certain zones, covering 13 areas. Producers had requested addi- 
tional time in which to complete negotiations for the exchange 
of customers to bring their business within their prescribed 


\ zones, in accordance with Transportation Request No. 1, which 


permits such arrangements for more efficient utilization of 
transportation facilities. 
The amendment also corrects several typographical errors, 
In paragraph (b) entitled ‘Second Caustic Soda Zone,” in the 
counties listed for New Jersey, “Union” is added. In paragraph 
(c) entitled “Sixth Caustic Soda Zone,” “Zone 4” is substituted 
or “Zone 4.” In paragraph (d) entitled “Eighth Caustic Soda 
Zone,” following the reference to “Zone 4,” the word “above” 
‘is substituted for “below.” In the same paragraph, in the coun- 


‘ties listed for Georgia, “‘Elbert” is substituted for “Filbert.” 


Truck Loading Delays 


The standing rate committee of the Central States Motor 
Freight Bureau, in its docket No. 8053, has recommended to the 


| rules committee of the bureau that the proposed rule providing 


penalties for delay in truck loading and unloading be not 


| adopted (see Traffic World, March 13, p. 605). The recommen- 
, dation discusses the proposal at some length, pointing out that 


the rate committee had before it a somewhat similar proposal 
a year ago on which it made the same recommendation. It 


‘admits that, since its earlier action, there have been develop- 


ments that seem to justify the adoption of a detention rule. 
Among these, it says, are “more numerous and more wide- 
spread” delays in loading and unloading; the alleged fact that 
‘little or nothing” has been done by most shippers and receivers 
of freight to eliminate delays, even though twelve months have 
elapsed since the carriers previously proposed the establishment 
of such a rule; a more acute shortage of equipment today than 
at that time, and sharp increases in operating costs. : 

These factors, the committee says, justify it in making a 
favorable recommendation on the proposal to establish the 
rule. It says, however, that it hesitates to do so because of the 
recent establishment in the Chicago area of a “working organi- 
zation whose sole purpose will be to correct this growing evil.” 
There are prospects for the formation of similar organizations 
in other areas, it says. While “untried in practice,” the plan is 
“very constructive” and appears to be “practical and workable,” 
the committee continues, and no detention rule should be 
adopted until the plan has had time to prove its worth in 
practice. 

“If evidence is submitted by the carriers within a reason- 
able time from this date to show that the situation has not been 
corrected, this subject will be reopened for further consideration 
and study,” says the committee. 

Another reason for its failure to recommend adoption of 
the rule, the committee says, “is that the rule as proposed is 
faulty in many respects.” These faults are reflected in a tabu- 
lation of the provisions the committee considers “necessary for 
a satisfactory rule, both from a practical standpoint and from 
the interested carriers’ viewpoint,” should future developments 
indicate that a detention rule is necessary. Such a rule, it says, 
should be made applicable on all shipments of over 5,000 or 
10,000 pounds in weight, instead of merely on truckload ship- 
ments; existing storage rules should be amended to apply only 
on shipments of lesser weight and a new rule written to apply 
on the volume and truck-load shipments; the existing pick-up 
and delivery rule should be amended to provide that on volume 
shipments the loading and unloading be performed by the cor- 
signor or consignee; the free time provided should be two 
hours, instead of the four hours of the disapproved proposed 
rule; the detention charge for time above the free time should 
be $5 an hour instead of the $2 proposed in the disapproved 


Revenue Freight Car Loading—Week Ended Saturday, March 13 


Grain and Live 

grain prod. stock Coal 

1943 48,599 4 178,481 

RE Io ickien cic sccae aan 1942 38,233 10,868 155,616 

{ 1941 32,562 10,189 162,246 

Preceding week March 6......... 1943 50,440 12,850 174,617 

Per cent increase over............ 1942 27.1 15.1 14.7 
Per cent decrease under.......... 1942 

Per cent increase over............ 1941 49.3 22.7 10.0 
Per cent decrease under.......... 1941 

1943 538,376 142,541 1,848,418 

Cumulative 11 weeks to Mar. 13 J 1942 438,519 128,218 1,727,064 

1941 336,794 118,413 1,663,799 

Per cent increase over............ 1942 22.8 11.2 7.0 
Per cent decrease under.......... 1942 

Per cent increase over............ 1941 59.9 20.4 pe 
Per cent decrease under.......... 1941 





Per cent to 15 year average, 110.7. 


Forest Mase. 

Coke Products Ore L.C. L. Miscellaneous Total 
14,821 42,308 14,821 96,619 360,889 769,042 
13,751 47,486 12,710 146,821 373,871 799,356 
14,121 39,444 13,265 159,286 328,494 759,607 
15,221 39,499 13,024 93,729 349,510 748,890 

7.8 16.6 
10.9 34.2 3.5 3.8 
5.0 43 11:7 9.9 1.2 
39.4 
165,464 413,758 153,694 980,863 3,861,307 8,104,421 
156,053 483,522 143,444 1,603,050 3,871,392 8,551,262 
151,974 417,674 139,022 1,643,959 3,351,563 7,823,198 
6.0 72 
14.4 J 38.8 a 5.2 
8.9 10.6 15.2 3.6 
9 40.3 
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rule. The committee says that a study by it shows that the 
average earning capacity of a road-haul unit is in excess of 
$5 an hour, whereas the average earnings of such a unit held 
for loading or unloading, at the detention penalty of $2 pro- 
posed, would be $1.15. 

In No. 8000, another detention rule proposal, placed on its 
docket at the request of an individual Pittsburgh truck opera- 
tor, the committee issued a disposition notice, saying that the 
proposal had been “temporarily withdrawn with the right to 
reinstate same in the event that the cooperative plan between 
shippers and carriers, as announced at the time of hearing, does 
not correct the present existing excessive delays in loading and 
unloading motor equipment.” 

Although the form of the disposition on No. 8053 is as a 
recommendation to the bureau’s rules committee, in practice 
such recommendations usually are adopted by that committee. 
Should there be sufficient protest, however, that committee may 
take action different from that recommended. Beyond that, 
final decision in the matter lies with the bureau’s central com- 
mittee. 


Detroit Freight Deliveries 


At a meeting of the shippers’ transportation committee of 
the Detroit Board of Commerce with members of the Freight 
Agents’ Association of Detroit last week, it was agreed that 
Detroit factories and wholesale and retail establishments be 
asked to accept freight deliveries between 8:00 a. m. and 5:00 
p. m. daily, Mondays through Saturdays. In return, the agents 
pledged themselves to see to it that all possible freight deliv- 
eries would be made within those hours. Receivers who refuse 
to accept deliveries when tendered within those hours will be 
required to pick up shipments in their own vehicles. After the 
elapse of 48 hours free time from the first 7:00 a. m. after the 
tender of the freight or the mailing of a notice, freight will be 
removed to public storage. 

In an explanation of the arrangement, written by Allen 
Dean, manager of the transportation bureau of the Detroit 
Board of Commerce, for the March issue of the Detroiter, board 
publication, he says that “the carriers want to get rid of freight 
as soon as possible after it is taken from the cars. Freight 
houses have been plugged full for weeks with the increased 
volume of traffic. Cold weather retarded movements through- 
out the central and eastern states; truck embargoes have 
thrown new burdens on the railroad merchandise service; O. 
P. A. and O. D. T. mileage rationing programs have dumped 
nuisance traffic for neighborhood stores, R. F. D. routes and 
small town customers on the railroads; depleted dock and 
delivery forces have increased the difficulties.” 

In order to get the fullest benefit out of the expanded time 
for shippers’ acceptance of freight, says Mr. Dean, “intercity 
truck lines and local cartage agents will be urged to adopt the 
same measures as the railroads—that is, pledge deliveries and 
refuse further deliveries to receivers who do not accept ship- 
ments throughout the full 48-hour period.” 


CONTROL OF EXPORTS AND IMPORTS 


Principal features of a proposed “program licensing” pro- 
cedure planned for foreign government purchasing agencies by 
the Board of Economic Warfare in collaboration with the Office 
of Lend-Lease Administration are outlined in current export 
bulletin No. 81 of the Office of Exports, B. E. W. The bulletin 
deals also with the following matters: requirements relating to 
shipments under 2,240 pounds; new form PD-1A introduced by 
War Production Board; changes in general license; applications 
to export to a foreign army or navy; gas and kerosene refrig- 
erators; supplement to “procedure for exports to Argentina.” 

The Office of Exports, in its current export bulletin No. 82, 
discusses reinstatement of certain general licenses to Brazil, 
and changes in general license. 

The Office of Exports also has issued its current export bul- 
letin No. 83, relating to the following subjects: (1) extended 
use of form BEW-151 application for export license for bunkers 
and ship stores; (2) change in general license, and (3) correc- 
tions in comprehensive export schedule No. 11. 

Vice-President Wallace, in a press conference March 15, 
announced that he would leave within the next two or three 
days for a visit to seven Central and South American repub- 
lics and that, as chairman of the Board of Economic Warfare, 
he would observe U. S. export and import operations as re- 
lated to those countries. He said he would visit Costa Rica, 
Panama, Chile, Bolivia, Peru, Ecuador and Colombia in the 
course of his trip and that he expected to return to the United 
States about April 25. 

Supplements and exceptions to the new appeal procedure 
outlined in its current export bulletin No. 62 are set forth by 
the Office of Exports, Board of Economic Warfare, in its cur- 
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rent export bulletin No. 84, dated March 15. Other subjects 
discussed in that bulletin are: Freight space applications (BEW 
138) filed through a Webb-Pomerene association for its mem- 
bers; removal of Greenland and Newfoundland from Group C; 
BEW 138 serial number indicated on extension or renewal or 
renewal requests; license application forms BEW 119 and BEW 
166; changes in general license; consolidation of license appli- 
cation for parts for farm machinery, for parts for tracklaying 
tractors, and for parts for allied equipment. 

“Authorization to import pickled sheep and lamb skins 
under General Imports Order M-63 will be granted on a basis 
which will assure equitable distribution of consignments of im- 
ported skins among importing dealers,” said Harold Connett, 
chief of the leather and shoe branch, W.P.B., March 17. 

It was emphasized, however, that actual imports would de- 


pend on shipping conditions, and that authorizations might or 
might not be filled. 


CIVILIAN SUPPLY BILL AND TRANSPORT 


Senator Maloney, of Connecticut, on behalf of the civilian 
supply subcommittee of the Senate’s small business committee, 
has introduced, in connection with an additional report by that 
subcommittee, S. 885, to establish a Civilian Supply Administra- 
tion, under the direction of a civilian supply administrator em- 
powered and directed to determine the quantities and types of 
goods and services (including, among other things, transporta- 
tion) necessary to keep the civilian population healthy and 
functioning effectively. 

Under terms of the bill, the administrator would be di- 
rected also to apply to the appropriate government agencies 
allocating productive resources for military, naval, export and 
civilian purposes for the amounts and types of manpower, ma- 
terials, facilities, transportation and other productive resources 
determined by him to be essential to produce and distribute the 
necessary goods and services. Such government agencies would 
be required to allocate to the administrator the resources essen- 
tial to produce and distribute the goods and services necessary 
“to keep the civilian population healthy and functioning ef- 
fectively.” 

In its report, the subcommittee said that the first step to 
be taken in approaching the problems of small business in the 
field of civilian supply was the establishing of a clear-cut na- 
tional policy and program on civilian supply and that “we must 
once and for all do away with the theory that after military 
needs are met, the civilian population should scramble for the 
crumbs that are left over.” It added that “we must do away 
with the theory that a total war can be waged by planning the 
production of airplanes and ships and neglecting the production 
and distribution of the food, clothing, fuel, medical supplies, 
repair parts, and other necessities used by those who make the 
airplanes and ships.” The subcommittee cited testimony that no 
one now knew where the balance was between the materials 
needed by the armed forces and civilian requirements. It 
warned that, “by the end of 1943, unless drastic measures are 
promptly taken, we face a break-down on the home front.” 


MULTIPLE CARLOAD CHARGES 


Because, on Jan. 7, 1943, a large amount of tonnage was 
on hand at transit stations as to which the tariffs governing 
did not permit, in connection with the movement from transit 
stations of multiple carload shipments in a single car, the 
privilege of stopping for partial unloading, and because the rail 
carries parties to Consolidated Freight Classification No. 15 
had petitioned the Commission, they have been authorized and 
required by an order of the Commission, division 2, to adjust 
the charges on such shipments so that they will not be in 
excess of those accruing on the basis of the provisions of rules 
33 and 51, effective Jan. 7, 1943, and effective as amended Feb. 
3, 1943. The order permits the adjustments during the effective- 
ness of General Order O.D.T. No. 18 (Revised), the adjustments 
to be in accordance with the rules as effective Jan. 7 on ship- 
ments supported by inbound billing dated prior to Jan. 7, and 
in accordance with the rules as amended Feb. 3, on shipments 
supported by inbound billing dated prior to Feb. 3. 

The order requires the carriers to file with the Commission 
statements definitely and clearly describing the shipments on 
which adjustments shall have been made. 


SALARY OF ROADS COMMISSIONER 

The House has passed H. R. 1940, increasing from $9,000 
a year to $10,000 a year the salary of the Commissioner of 
Public Roads. Speaking in support of the bill, Representative 
Whittington, of Mississippi, called Public Roads Commissioner 
MacDonald “the outstanding highway authority of the world, 
a career official with 24 years of service under both Democratic 
and Republican administrations.” 
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y A. T. A. “Ad” Attack 


tatements in an advertisement published by the American 
ucking Associations, Inc., alleged by J. J. Pelley, president, 
Association of American Railroads, to be not based on fact, “are 
substantially supported by the facts,” said Ted V. Rodgers, A. 
T. A., president, in a letter sent to Mr. Pelley (see Traffic 
World, March 6, p. 542). Mr. Rodgers’ letter follows: 


Absence from the city prevented a more prompt answer to your 
recent letter challenging statements made in the advertisement, ‘‘This 
Is a Motorized War.’’ The fact that your letter was released to the 
press and published before I had an opportunity to reply compels me 
likewise to make my letter available to the press. As you perhaps 
know, your letter was the basis for an article in at least one publi- 
cation which must be considered an attack upon my own personal 
sincerity and integrity. It is no fault of yours, of course, that your 
views in the matter were accepted as Gospel truth, without thought 
of or interest in the other side of the story. 

Aside from your memorandum designed as a statistical reply to 
the statements made in our advertisement, you stated in your letter 
that both trucks and the railroads are doing a fine job, and that this 
is no time for competitive bickering. I quite agree with you. As a 
matter of fact, I and the industry I represent have believed and con- 
tended for years that bickering of the type that has prevailed be- 
tween trucks and railroads is scarcely justified at any time. 

Frankly, I consider many of the railroads’ anti-truck activities, 
both past and present, to be in direct conflict with the American way 
of doing things. I think the record of the Senate investigating com- 
mittee will bear me out. Railroad lobbyists have been and still are 
active in many legislatures. Much of this activity is accomplished 
behind the scenes. 

Defense of the trucking industry against such unfair tactics was 
one among other reasons that the advertising program of the Amer- 
ican Trucking Associations was inaugurated. It is a meager program, 
too, when measured against the vast financial outlays of the railroads. 

In any event, you have quite vigorously taken exception to one of 
our advertiscments. That is your privilege. It is not a privilege, how- 
ever, that I have exercised with respect to railroad advertisements. 
I recall, for example, one of your advertisements dealing with the 
question of transportation subsidy. A railroad train, a truck and a 
ship were pictured side by side. The headline asked: ‘‘Which one 
pays its way?’’ The body of the ad stated that the railroad paid their 
way and indicated the other modes of transport were something akin 
to parasites. This, in spite of the study by the Federal Coordinator 
of Transportation showing that highway users more than paid their 
way, while the railroads had received vast subsidies. There have 
been other railroad ads, of course, which were just as open to harsh 
criticism. It has been our attitude, however, that it would be point- 
less to complain. We knew the railroad ads were written with full 
knowledge of the facts, and that we could accomplish little by com- 
plaining to you. 

I am pleased, rather than concerned, that the trucking industry 
still is expected to be truthful. We hold ourselves accountable for 
the statements we make, and I will be the first one to admit it when 
we are in error. 

I have studied the statements in our advertisement and considered 
themn in the light of your criticism. Had I discovered that our ad 
was in error, this letter would have been one of apology. Instead, 
however, it is my considered opinion that the statements are substan- 
tially supported py the facts. 

In challenging the statement that trucks have one-twentieth the 
carrying capacity of the railroads, I believe you fell into serious error. 
In the first place, you dealt with average load, and not capacity. 
In the second place, you considered the 600,000 for-hire trucks all as 
intercity units capable of hauling an average of 5.34 tons. As a matter 
of fact, more than half of those 600,000 for-hire trucks are small local 
delivery units. Further, you used a figure of 4,291,000 private trucks, 
which includes every truck in the country, such as garbage trucks, 
department store delivery trucks and others, most of which are en- 
gaged in a purely local service by no means competitive with the rails. 

In comparing the capacity of trucks and railroads we can deal 
only with intercity trucks which perform a service similar to that 
of the railroads. It is a cardinal rule of statistics that like must be 
compared with like, and this was done in the advertisement. 

In 1940 there were approximately 249,000 for-hire intercity trucks. 
These trucks, when loaded, carried an average payload of 5.34 tons, 
as you noted in your letter. Assuming that these trucks were loaded 
to 70 per cent of capacity, their average capacity is 7.63 tons. Thus, 
by multiplying the 249,000 for-hire intercity trucks by the 7.63 tons 
average capacity, we get an aggregate capacity of 1,899,870 tons. 


In 1940 there were 468,000 private intercity trucks. These trucks, 
when loaded, carried an average payload of 2.37 tons. Assuming that 
these trucks were loaded to 60 per cent of capacity, their average 
capacity was 3.95 tons. By muitiplying the 468,000 private intercity 
trucks by the average of 3.95 tons, we get an aggregate capacity of 
1,848,600 tons. 

When the figures for both for-hire and private intercity trucks are 
totaled, we get a total intercity truck capacity of 3,748,470 tons. 
This total must be compared with the railroad freight capacity of 
82,722,361 tons, a figure published by the railroads themselves. Such 
comparison shows the ratio of truck capacity to rail capacity is 1 to 22. 

I note that, in challenging the statement that trucks haul one- 
fourth the load, you deal only with intercity trucks, although in de- 
termining truck capacity you included every truck in the United States. 
I trust this inconsistency was unintentional. 

In any event, the Director of the Office of Defense Transportation 
has said in various public utterances that trucks are carrying one- 
fourth as much freight as are the railroads. 
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In disagreeing with the Director, you cite figures of the Inter- 
tate Commerce Ccmmission showing that trucks hauled one-eighth 
S many ton-miles as the railroads. Thus, we speak of load, or tonnage 
rried, and you deal with ton-miles. In so doing, I believe you prove 
oyrstatement. For, if the average haul of truck freight, as is generally 
acknowledged, 1s about ouwe-half that of the railroads, then the ratio 
of one to eight (expressed in terms of ton-miles) becomes a ratio of 
one to four when expressed in terms of tons. 

In commenting upon the statement that trucks deliver in half the 
time required by the railroads, you state merely: ‘‘The figures con- 
tained in the newspaper ad are not accurate as to the time required 
by railroad for freight delivery. There may be an occasional car, or 
an occasional truck, that has been delayed. The figures given do 
not represent in any way the normal service.’’ There is nothing in 
your statement to disprove what was said in the ad. On the other 
hand, the comparative delivery-time figures in our ad were taken from 
letters written by the shippers. These letters are available for your 
inspection should you desire to see them. 

You also observed that the average revenue of Class I motor car- 
riers was 3.986 cents for hauling one ton of freight one mile, while the 
average revenue of the rails was 0.945. I do not know what this has 
to do with the ad in question, but I do take issue with your conclusion 
that: ‘‘The cost of truck service to the shipper as compared with the 
cost of railroad service is 4 to 1.” 

The latter statement leaves the impression that any particular 
shipper making a particular shipment between particular points would 
have to pay four times as much to ship by truck as by rail. You 
know that is not true. You know that the rates charged by railroads 
and trucks are substantially the same on commodities that are handled 
by both agencies. You know that if the cost to the shipper for truck 
service were four times that of the rails trucks would get very little 
business. 

The truth is that the misleading averages you quote result from 
factors which have nothing whatever to do with the cost of trans- 
portation to the shipper. The railroad average is lowered by move- 
ment of vast quantities of low-rate commodities that are not handled 
by trucks. It is fortunate for motor carriers that shippers, in selecting 
a transportation agency, do not base their decisions upon your aver- 
ages. It is the shippers that pay the bill, and to determine what a 
shipment is going to cost them they look simply to the published 
freight tariffs 

I regret that it was necessary to make my reply so lengthy and 
pointed. It would have been much more desirable to talk the prob- 


lem over at the luncheon table, but the circumstances demanded a 
frank and detailed answer. 


W. P. B. AND INTRAPLANT TRANSPORT 


War Production Board officials have asked members of the 
W. P. B. automotive industry transportation advisory commit- 
tee to assist in obtaining a reduction in the number and dis- 
tances of intraplant ‘‘operational moves” in their industry, so 
as to conserve the transportation equipment of each plant, ac- 
cording to a W. P. B. announcement. 

In a meeting with members of the advisory committee, 
W. P. B. officials stated, according to the announcement, that 
industry in general was being urged to conserve its truck trans- 
portation facilities and to keep its intraplant transportation 
equipment in the highest state of efficiency. The announcement 
continued as follows: 


The committee discussed at length the problem of conserving trans- 
portation equipment. It agreed that the allocation of materials under 
the Controlled Materials Plan and the development of W. P. B.’s con- 
centration program should help appreciably in eliminating the waste 
of cross-hauling and thus substantially reduce the number of trucks in 
use. The committee also advocated that efforts be made to have con- 
sumers get necessary materials from producers located nearest to their 
plants. The next meeting of the automotive industry transportation ad- 
visory committee will be held in Washington about April 15. 


RAIL ACCOUNTING AND TAXATION 


Guy T. Helvering, commissioner of internal revenue, has 
prescribed conditions under which railroads may change from 
retirement to depreciation accounting with respect to road 
property. Chief accounting officers have been advised by E. 
H. Bunnell, A. A. R. vice-president in charge of the finance, 
accounting, taxation and valuation department, that a tax- 
payer desiring to change his method of accounting must make 
application to the commissioner for permission to do so within 


90 days after the beginning of the taxable year in which the ; 


change is to be made. 
will expire March 31. 

The internal revenue ruling followed submission by the 
A. A. R. of a brief (see Traffic World, May 2, 1942, p. 1188) in 
which it objected to certain provisions of the regulations. The 
commissioner of internal revenue did not change the provisions 
to which the railroads objected. 


The commissioner of internal revenue has issued regula- 
tions relating to income from discharge of indebtedness of 4 
railroad corporation. The provisions are contained in amended 
regulations 103 and were prepared to make them conform to 
certain sections of the revenue act of 1942. 


For the year 1943 the 90-day period 
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THE OPEN FORUM 


A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 





Respects to Mr. Pelley 


Editor The Traffic World: 

My attention has been called to your editorial of March 6 
and the letter of Mr. J. J. Pelley, president, Association of 
American Railroads, criticizing the American Trucking Asso- 
ciation for its ad. 

In a way, it was most amusing, particularly Mr. Pelley’s 
complaint about competitive bickering. Of course, I appreciate 
that Mr. Pelley and his gang of big-shot railroad executives 
are getting smarter every day and are no longer making such 
mistakes as the ad of one of the eastern railroads in a January 
issue of Life, where they dramatized the sinking of a tanker 
and showed railroad tank cars, with a heading “This could not 
happen to the rails,” or another mid-west railroad that adver- 
tised they did not use rubber, etc. 

No—today the railroads are much smarter. They go out 
and find a bunch of stooges, the kind who always like to get 
into the limelight, and have them do their dirty work for them, 
such as the promoters of the idea of stopping all L. T. L. ship- 
ments moving by truck over 300 miles. Let me go on record 
now, that if the sponsors of that idea are successful, they will 
do more harm to our war effort than several dozen German 
divisions. 

As far as I know, the railroads are spending money at 
every legislative session this winter, trying to do everything in 
their power to prevent the trucking industry from shaking the 
shackles which have been put on the trucking industry, not by 
fair legislation, but by the railroads before the trucking indus- 
try could defend themselves, to prevent the trucking industry 
from doing a real job toward the war effort. 

Has anyone every heard of the trucking industry harassing 
the railroads in any form, in trying to get legislation through, 
either state or federal? I suppose when that time comes, if 
Mr. Pelley is still around, he will again holler big bad wolf. 

It certainly is not my intent to evade criticism of the trucking 
industry, when the industry is doing something wrong. On 
the contrary, accepting criticism is what has put the industry 
where it is today. 

Now, if Mr. Pelley and the railroads are sincere about 
getting down and doing a real job to help the war effort, they 
will find the rank and file of the trucking industry meeting 
them much more than half-way. In fact, the trucking industry 
has placed it’s entire emphasis on the fact that the war must 
— and quickly, and has bent all it’s efforts toward that 
end. 

No doubt your editorial is a reflection on some misunder- 
standing with the American Trucking Association publication, 
which I am not acquainted with, but I think it is somewhat 
unfair to link it with the criticism of Mr. Pelley.* 

Stanley L. Wasie, President, 


Merchants Motor Freight, Inc. 
St. Paul, Minn., March 16, 1943. 





_ *Of course, there must always be some ulterior motive for any 
criticism.—Editor The Traffic World. 


Track Loading and Unloading 


Editor The Traffic World: 

_ As you are aware, a very serious situation has developed, 
Principally within the past several months, with respect to 
delays in loading and unloading motor truck equipment. 

Some of the worst offenders, unaccountable as it may 
seem, are large companies engaged almost entirely in the 
manufacture of war materiels. In some localities these delays 
have been so serious as to cause a decrease in the efficient 
use of motor trucks as much as twenty to twenty five percent, 
on an average. A number of concerns have made it a practice 
to quit receiving freight Friday afternoon, or even at noon on 
Friday, resulting in the tying up of equipment until some time 

onday, and occasionally until the succeeding Tuesday, if the 
accumulation over the week-end is particularly heavy. 

_We have found that some companies who have increased 
their work-day from one shift to three have not made a cor- 


responding increase in their employees in the receiving and 
shipping departments, nor have they increased their physical 
facilities, with the result that they are attempting to handle 
two or three times as much freight as they formerly did in 
the same number of hours and with the same number of people 
and facilities. Usually, when this is called to the attention of 
the officials of those companies, they make an honest effort to 
correct the situation, but in some instances that procedure 
has not proved successful. 

In the Chicago area we are fortunate in having a committee 
of wide-awake shippers, headed by Mr. Arthur Schwietert, 
traffic director of the Chicago Association of Commerce, who 
have formulated a specific cooperative plan and are themselves 
urging the shippers to lend their aid in attempting to correct 
this condition, and I feel quite certain that this will be of 
material benefit. In other sections of the country, shipper 
representatives are attempting to do the same thing, but their 
accomplishments, at best, can only be helpful in their rather 
restricted areas. 

In these times, where we have a situation of an increasing 
demand to move expeditiously critically needed war materiels, 
and at the same time are faced with the decreasing number 
of motor vehicles available to do the job, the only answer to 
the problem seems to be increased efficiency in the over-all use 
of those vehicles that are available. They must be permitted 
to be in service more hours per day and any unnecessary delay 
in loading or unloading, of course, cuts into this efficiency. 

From time to time I have read with interest the statements 
contained in your platform on the editorial page of Traffic 
World and feel it serves a very good purpose in keeping 
certain objectives constantly before the informed shipping 
public. If you were to add to this a request for cooperation 
of all shippers in the speedy loading and unloading of motor 
freight equipment, I believe you would be doing a great service 
to the shipping public and the trucking industry. 

We appreciate, of course, what you have done editorially 
on this subject in the past and hope that this will continue. 


Central States Motor Freight Bureau, Inc., 
Chicago, Ill., March 15, 1943. Chester G. Moore, Chairman. 





We understand the situation described by Mr. Moore and have 
been doing our best to be helpful. We appreciate what he says with 
respect to our ‘‘platform’’ and are making a change in it in line with 
his suggestion.—Editor The Traffic World. 


USE OF GOVERNMENT AUTOMOBILES 


To set in operation a recently announced government mile- 
age conservation program (see Traffic World, Feb. 20, p. 428; 
and March 6, p. 540), newly appointed mileage administrators 
from the several federal departments and agencies conferred 
March 15 with officials of the Office of Price Administration. R. 
Wallace Brewster, in charge of the O. P. A. program for mile- 
age conservation by government motor vehicles, said at the 
conference that the new program would give impetus to con- 
servation efforts already made, and that 41 states and the Dis- 
trict of Columbia now had appointed mileage administrators 
and had effected travel economies saving up to 90 per cent of 
the mileage driven in 1941. 


ACCESS HIGHWAYS 


“To satisfy the need of America’s war industries for raw 
materials, more than 2,850 miles of access roads to mines, 
quarries, and forests have been scheduled for construction,” 
says Commissioner Thomas H. MacDonald, of the Public Roads 
Administration of Federal Works Agency. 

“By March 1 of this year roads of this type had been ap- 
proved for construction to cost about $9,000,000. A hundred 
miles of such roads were completed in 1942 at a cost of $346,000. 
These access roads to sources of raw materials are exclusive 
. the access roads to military establishments and industrial 
plants. 

“Most of the roads to mines, quarries and forests are shaped 
with a bulldozer and surfaced with gravel at relatively small 
expense.” 
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Trattie Law and Procedure 


Thirteenth of a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson—Pooling of 
Traffic and Unification of Facilities 


The act to regulate commerce of 1887 sought, among 
@ other things, to prohibit arrangements and agreements, 
known as pools, among railroad carriers in interstate com- 
merce. These pools, many of which had existed for many years 
prior to 1887, provided either for the distribution of freight 
among competing carriers or for the apportionment of either 
gross or net earnings from the traffic of the railroads, or of 
their earnings from the competitive traffic among the carriers, 
according to proportions determined by the carriers or by the 
traffic associations by mutual agreements. 

The pooling of freight or earnings by means of any oral or 
written agreement was forbidden by the express terms of sec- 
titon 5, of the act to regulate commerce of 1887, as originally 
enacted. The purpose of Congress in prohibiting traffic or rev- 
enue pools was the maintenance of competition among rival 
carriers and to insure shippers of the benefits of carrier rivalry.’ 
The Interstate Commerce Commission commented in several 
cases that pooling agreements were considered to have a 
tendency to prevent or check competition.’ It held, in Central 
Yellow Pine Association case, that whether concert of action 
by carriers was or was not in violation of the anti-trust act was 
a matter for court determination, but that it was the province 
and duty of the Commission to determine whether advanced 
rates resulted from untrammeled competition or “were fixed 
by concert of action or combination of carriers.’* Such find- 
ings of the Commission made by law have been held prima 
facie true and the Supreme Court has accorded them “judg- 
ments of a tribunal appointed by law and informed by ex- 
perience.’ 

The prohibition of such agreements by the act to regulate 
commerce was held by the U. S. Supreme Court in U. S. vs. 
Trans-Missouri Freight Association to be in accord with the 
policy of Congress in forbidding combinations in restraint of 
trade as provided for in the Sherman anti-trust act of 1890.° 

From 1887 to 1920 all common carriers in interstate com- 
merce subiect to the interstate commerce act were not per- 
mitted to divide traffic or revenues with their competitors. The 
provisions of the Sherman act of 1890 forbidding combinations 
in restraint of trade were also invoked against combinations of 
competing carriers operating through traffic associations such 
as the Trans-Missouri Freight Association, the Joint Traffic 
Association, and other freight and passenger associations. The 
Supreme Court held in the Joint Traffic Association case that 
Congress, in the course of regulating interstate commerce by 
railroad had the power to say that no contract or combination 
was legal that restrained trade and commerce ‘by shutting 
out the operation of the general law of competition.’ 


Violations of Anti-Pooling Provisions of the Act 


The Interstate Commerce Commission found, in this period, 
that the fines or penalties imposed on its members by a traffic 
association, the Southern Railway and Steamship Association, 
for violation of the association’s rules appeared on the face 
of the agreement to be available as substitutes for payments 
that would have been exacted under a regular pooling system. 
The arrangement under which the fines or penalties were im- 
posed was found to be tantamount to a combination, contract, 
or agreement for the pooling of freight, which was forbidden 
by the act.’ 

The federal courts also held that a lease of one railroad to 
another under the terms of which the lessee railroad paid the 
lessor 30 per cent of the gross earnings of the leased line each 
year was not a contract for payment of rental, but for the 
division of the earnings of the property as earnings.* In G. M. 
St. P. R. Co. vs. W. St. L. and P. R. Co. the Circuit Court of 
Appeals, Eighth Circuit, held that a pooling contract, the evi- 
dent object of which was to stifle competition and to establish 


1In re Pooling Freights (115 Fed. 588), 1902. 

2In re L. and N. R. Co. (1 I. C. C. 31), 1887; In the Matter of Pro- 
posed Advances in Freight Rates (9 I. C. C. 382), 1903; and, Central Yel- 
low Pine Assn. vs. I. C. R. Co. et al. (10 I. C. C. 505), 1905. 

$(10 I. C. C. 505), 1905. 

‘tT. €. BR. Co. ef al. ve. I. Cc. C. G6 U.S. 44%), 200T. 

5 (166 U. S. 290), 1897. 

®U. S. vs. Joint Traffic Association (171 U. S. 505), 1898. 

™ Freight Bureau vs. C. N. O. and T. P. R. Co. et al. (6 I. C. C. 195), 
1894; and I. C. C. vs. CN. O. and T. P. R. Co. (167 U. S. 479), 1897. 

8’T. H. and I. R. Co. et al. vs. Cox (102 Fed. 825), 1900; affirmed 
without opinion by U. S. Supreme Court (181 U. S. 619), 1901. 


rates without regard to their reasonableness was void, as 
against public policy. The courts in each case would not en- 
force illegal contracts for the division of earnings.’ The il- 
legality of alleged combinations could be asserted in proceed- 
ings in the courts.” 


Transportation Act, 1920, and Pooling 


Public sentiment in favor of making pooling lawful, in 
cases where some action of the sort appeared to be necessary, 
developed gradually, concurrent with the relaxing of public 
hostility toward business combinations. The annual report of 
the Interstate Commerce Commission for 1892 commented on 
railroad pooling.“ In 1919 the Commission recommended to 
Congress the revision of the limitations on the united or co- 
operative activities of common carriers by rail and by water 
as a matter for Congress to consider in framing legislation for 
the return of the property of the carriers from federal control to 
their owners.” 

Congress, by the passage of the transportation act, 1920, 
amended the anti-pooling provisions of the interstate commerce 
act, so as to permit pooling cf traffic or earnings of carriers 
subject to the act in proper cases under the jurisdiction and 
subject to the approval of the Commission. 

The act in its present amended form provides: 


Except upon specific approval by order of the Commission as in 
this Section provided, and except as provided by Paragraph 16 of 
Section 1 of this Part. it shall be unlawful for any common carrier 
subject to this Act to enter into any contract, agreement, or combina- 
tion with any other carrier for the pooling of freights of different and 
ecmpeting railroads, or to divide between them the aggregate or net 
proceeds of the earnings of such railroads or any portions thereof; and 
in any case of an agreement for the pooling of freights as aforesaid 
each day of its continuance shall be deemed a separate offense: 

Provided, that whenever the Commission is of opinion, after hear- 
ing upon application of any carrier or carriers engaged in the trans- 
portation of passengers or property subject to this Act, or upon its 
own [the Commission’s] initiative, that a division of their traffic or 
earnings, to the extent indicated by the Commission, will be in the 
interest of better service to the public, or economy in operation, and 
will not unduly restrain competition, the Commission shall have au- 
thority by order to approve and authorize, if assented to by all the 
carriers involved, such division of traffic or earnings, under such rules 
and regulations, and for such considerations as between such carriers 
and upon such terms and conditions, as shall be found by the Commis- 
sion to be just and reasonable in the premises.%8 


The Wheeler-Lea transportation act, 1940, added another 
proviso relating to contracts of water carriers: 


That any contract, agreement, or combination to which any com- 
mon carrier by water subject to Part III is a party, relating to the 
pooling or division of traffic, service or earnings, or any portion there- 
of, lawfully existing on the date this paragraph as amended takes 
effect, if filed with the Commission within six months after such date, 
shall continue to be lawfvl except to the extent that the Commission, 
after hearing upon application or upon its own initiative may find 
and by order declare that such contract, agreement, or combination 
is not in the interest of better service to the public or of economy in 
operation, or that it will unduly restrain competition.“ 


1. It should be noted that the power of the Commission 
to authorize and approve pooling may be used either on the 
Commission’s own motion, or on application of any carrier. 

2. Full hearing must be held. 

3. The pooling must be: (a) in the public interest; or, 
(b) a measure to increase the economy of carrier operation. 

4. The pooling arrangement must not unduly restrain 
competition among the carriers. 

The arrangements must be assented to by all the car- 
riers involved. 

. The Commission must determine the amount of con- 
sideration and the terms and conditions governing the arrange- 
ment. 

7. The rules and regulations governing the pools must be 
prescribed by the Commission. 


® (61 Fed. 993), 1894. 

10 Penna. Co. vs. Bay. et al. (138 Fed. 203), 1905; and (150 Fed. 770), 
1906. 

11T. C. C. Sixth Annual Report, 1892, pp. 47-55; See Report, Senate 
Committee on Interstate Commerce, January, 1886). 

27. C. C. Thirty-third Annual Report, 1919, p. 4. 

18 Interstate Commerce Act, Par. I, Section 5 (1). 

44 Interstate Commerce Act, Part I, Section 5 (1), proviso added 
by 54 Stat. L 905, 1940. 
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Paragraph 16, section 1, part I, of the interstate commerce 
act referred to in the portion of the act cited is the paragraph 
that gives the Commission the power to direct the distribution 
uid routing of traffic cases where initial carriers are unable or 
fail to serve the public adequately.” 


Approval of Pooling by the Commission 


Although the anti-pooling provisions of the act have been 
amended, all arrangements for the establishment of pools and 
maintenance of pooling arrangements are illegal unless each 
one receives the specific approval of the Commission. 

Few applications for approval of pooling arrangements 
have come before the Commission under the amended provi- 
sions of the act. The Commission is several cases has stated, 
however, the principles that guide it in passing on such appli- 
cations. 

In Division of Traffic Between Gulf and Northern Railway 
Co. and Its Connections, the Commission approved a proposed 
division of traffic among carriers that was tound to result in 
better service to the public and the promotion of economy of 
operation without unduly restraining competition, and arranged 
under terms and conditions for the divisions that were just and 
reasonable.” 

In a passenger service case, Twin Cities and Head of Lakes 
Joint Passenger Service, the Commission announced that it 
would approve a proposed contract for the establishment of 
jont passenger train service and the division of earnings, on 
unding that the proposed joint service and division of earnings 
were in the interest of economy of operation, would not unduly 
restrain competition, and were on just and reasonable terms and 
conditions.” 


In the application involving the acquisition of control] of 
the Railway Express Agency, Inc., the Commission approved 
the proposed operating agreement entered into by carriers con- 
trolling the railway express agency because it was shown that 
the arrangement would result in better service and economies. 
‘the provisions of the agreement for the division of earnings 
from express service among the controlling railroad carriers in 
specified groups was approved and authorized.* 


Northern Pacific-Soo Line Pooling Case 


In 1929 the Commission heard and decided an application 
made by the Northern Pacific Railway and the Minneapolis, 
St. Paul and Sault Ste. Marie Railway to operate jointly cer- 
tain tracks and facilities and to pool some of their coal and 
ore tonnage. The decision was handed down by Division 4 
of the Commission, June 3, 1929. The report of the Commis- 
sion in this case is discussed in detail because of the importance 
of the proceeding and because it typifies the arrangements nec- 
essary to operate a pooling arrangement.” 

The Northern Pacific Railway Company and the Minneap- 
olis, St. Paul and Sault Ste. Marie Railway Company, carriers 
by railroad subject to the interstate commerce act, respectively, 
on April 18, 1929, filed a joint application under paragraph 1 
of section 5 of the interstate commerce act for an order of the 
Commission authorizing them to pool all ore shipped from 
the port of the Cuyuna Range north of the Northern Pacific’s 
main line in Crow Wing county, Minn., and to pool coal con- 
signed to the mines on this portion of the Cuyuna Range. They 
also applied under paragraph 18 of section 1 of the act to make 
joint use of certain tracks and facilities in Crow Wing and 
Aitkin counties, Minn. No representations were made by state 
authorities. A hearing was had and no objections to the grant- 
ing of the application were presented to the Commission. 

_ The carriers entered into a contract, subject to the Com- 
missions’s approval, to pool all ore shipped from the portion 
of the Cuyuna Range north of the Northern Pacific’s main 
line, to pool coal consigned to the mines on this portion of the 
Cuyuna Range, and to use jointly certain tracks and facilities. 
Under the terms of this contract the ore tonnage was to be 
divided for the years 1929 to 1931, inclusive, 40 per cent to 
the Northern Pacific, and 60 per cent to the Soo; and for 1932 
to 1936, inclusive, 45 per cent to the Northern Pacific, and 55 
per cent to the Soo. For the rest of the term the ore traffic 
was to be divided equally. Coal consigned from Duluth or 
Superior to the range for use at the mines was to be pooled 
and divided from 1929 to 1931, inclusive, 58 per cent to the 
Northern Pacific and 42 per cent to the Soo; from 1932 to 1936, 
Inclusive, 53 per cent to the Northern Pacific and 47 per cent 

“8 Interstate Commerce Act, Par. I, Section 1 (16). 

8(74. E, ©. 'C, 444), 3922. 

17. (107 I. C. CG. 498), 1926; (112 I. C. C. 408), 1926, and (132 I. C. C. 
413), 1927, 

*$ Securities and Acquisition of Control of Railway Express Agency, 
Inc. (150 I. C. C. 403), 1926, and (132 I. C. C. 413), 1927. 

* Joint Operation of Tracks by N. P. R. Co. and M. St. P. and 
S.S. M. R. Co. (154 I. C. C. 279), 1929. 
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to the Soo; and for the rest of the term such coal traffic was 
to be divided equally. There was not to be any pooling of 
revenues, as each applicant was to receive and retain all rev- 
enues on the portion of the pooled tonnage transported by it. 

Instead of the entirely separate operations then carried on 
by each applicant, the applicants proposed to operate according 
te the following plan: All trackage on the range, after elimi- 
nating such trackage as was necessary for the economical op- 
eration of the pooled business, was to be jointly owned, used, 
and operated. ‘the Northern Pacific’s yard at lronton was to 
be enlarged sufficiently to constitute a train yard for both 
companies. Switching on the range was to be joint, and each 
company agreed to furnish power and crews for the joint work 
in the same proportion of switch-engine hours as the agreed 
division of ore tonnage. 

From the joint yard at Ironton each company agreed to 
operate its own road trains for the movement of ore trom 
the range to Hill Avenue yard, in Superior, Wis. The Northern 
Pacific agreed to use its own branch line from Ironton to 
Deerwood and its main line from Deerwood to Hill Avenue 
yard. Road trains of the Soo were to be operated from Ironton 
to McGregor, a distance of 31 miles, over the line of the North- 
ern Pacific and from McGregor to Hill Avenue yard over the 
Soo Railroad. The Soo was to continue to serve McGregor, 
Ironton, aid intermediate points as it did at the time of the 
application. In order to realize all economies made possible 
vy joint operation, the Soo applied for a certificate authorizing 
it to abandon its branch line between Kennedy Mine and Law- 
ler, Minn. 

Both companies agreed to use the steel-and-concrete dock 
of the Northern Pacific at Superior, and the use of the wooden 
dock of the Soo at Superior, was abandoned, except as to such 
parts as might be maintained temporarily until the carriers 
could determine whether it was necessary to expand the North- 
ern Pacific dock in order to handle economically the business 
of both companies. The Northern Pacific agreed to operate 
its own dock in the handling of ore for both companies, and to 
do the switching for both companies in Hill Avenue yard and 
from the yard to the dock. The Soo’s dock was found to be 
practically at the end of its service life and it would have been 
necessary for that company either to construct a new dock at 
an estimated expense of over $2,000,000, or to make other 
arrangements for handling its ore traffic from the Cuyuna 
Range. The dock of this company was located on the inner 
harbor so that to reach it boats were required to pass through 
two drawbridges and traverse some six miles of narrow 
dredged channel. It was found that boats could save an aver- 
age of one-half day by loading from the Northern Pacific dock 
as compared with loading at the Soo dock. 

All ore cars were to be pooled on a tonnage-capacity basis. 
Each company agreed to furnish the same percentage of total 
car tonnage as the agreed division of ore tonnage. Each com- 
pany agreed to continue to furnish the general shipping public 
the same service as performed prior to the pooling arrange- 
ment. No tonnage or business was.-pooled other than iron ore 
and coal moving to the mines on the range. The railroads ex- 
pressed the desire to make the contract effective at the begin- 
ning of the 1929 ore-shipping season, which opened in mid- 
April. The contract was to continue in effect for 99 years. 


For the use of the ore dock and yard facilities at Superior 
the Soo agreed to pay the Northern Pacific an annual rental of 
approximately $79,500 until the end of 1938, and thereafter 
an annual rental of about $84,000. On the completion by fhe 
Northern Pacific of the extension of its Hill Avenue yard, then 
under construction, the rental was to be increased by one-half 
of 5 per cent a year on such additional investment, plus slightly 
over $1,000 a year on account of increased taxes. On the com- 
pletion by the Northern Pacific of any other improvement, ad- 
dition, or betterments at Superior necessary for the proper 
conduct of the pooled business at that point, the rental was 
to be further increased by one-half of 5 per cent a year on 
the additional investment, plus a just amount to cover one- 
half of any estimated increase in taxes. 


It was agreed to apportion the cost of operating the Hill 
Avenue yard and the ore dock, including the switching of ore 
cars between the yard and the dock, between the parties on 
the basis that the ore tonnage delivered in cars by each com- 
pany for unloading at the dock bore to the total ore tonnage 
so delivered by both carriers. Until the Soo abandoned its 
trackage west of East Lake, it agreed to pay to the Northern 
Pacific for the use of the latter’s line between Deerwood and 
McGregor, a rental of $15,000 a year, plus one-half of 5 per 
cent of the cost of additions and betterments to this line. On 
the abandonment by the Soo of its trackage between East 
Lake and Kennedy Mine spur, the Soo agreed to pay the 
Northern Pacific about $31,000 a year for the use of the latter’s 
line between Deerwood and McGregor. This payment was to 








654 


be increased by $7,850 a year when the Soo abandoned its line 
between Lawler and East Lake, and also by one-half of 5 per 
cent of the cost of additions and betterments to the Northern 
Pacific’s line between Deerwood and McGregor. The Soo agreed 
to pay the Northern Pacific 6.73 cents a car-mile for each 
loaded or empty car handled in the general commercial busi- 
ness of the Soo on any portion of the Northern Pacific’s line 
between McGregor and Deerwood, the traffic moving in the 
trains of either company, and in addition $1.75 a car for each 
car switched by the Northern Pacific to Soo industries at Ait- 
kin. The rate a car-mile was also to apply to pooled coal of 
the Soo when this traffic was handled in trains of the Northern 
Pacific in the season when the Soo was not operating ore 
trains. The Soo had expended approximately $19,00U for 
maintenance of its facilities at Superior to make them available 
for use in the season of 1929. The Northern Pacific agreed to 
assume 40 per cent of this amount and the same percentage of 
the cost of current running repairs to the dock and its ap- 
proaches while in temporary use. Provision was made for the 
adjustment of charges for locomotive fuel, water and other 
services and supplies. 

The character of ore from the Cuyuna Range made neces- 
sary an annual amount of classification to produce grades of 
the chemical content desired for commercial use. This not only 
restricted the output of the mines and the marketing field, but 
required the carriers to provide an excessive amount of equip- 
ment and facilities per ton of ore handled. 

The Commission found that each railroad operating in the 
field, in order to share in the limited business offered, found 
it necessary to provide not only more facilities than would 
ordinarily be required to handle the tonnage, but, to a large 
extent, to provide duplicate facilities. This resulted in condi- 
tions under which the ore could not be handled profitably at 
rates that the traffic would bear. The applicant railroads had 
about 2,000 cars assigned to service on the range. This ore 
equipment was idle except in the ore shipping season, from 
April to November, inclusive. 

Subsequent to 1912, the production of iron fluctuated be- 
tween 1,500,000 and 2,000,000 tons. The average for this period 
was approximately 1,670,000 tons a year. The average pro- 
duction was over 2,000,000 tons a year for the three years pre- 
ceding the pooling arrangement. As the pool became effective 
the Soo handled approximately 60 per cent of the traffic and 
the Northern Pacific approximately 40 per cent. 


Ore cars do not make a desirable container for handling 
commercial coal in general service. They do constitute, how- 
ever, the most economic means of transporting coal for the 
mining operations from the head of the lakes to the iron ore 
range. Otherwise the ore cars must return to the range empty. 
The pooling plan contemplated the pooling of the cars and 
pooling the return of coal to the mine in order to handle the 
coal movement to the best and most economical advantage, 
both to the operators and to the carriers. 


The railroads included, in the pooling arrangement main- 
tained a combined trackage on the iron ore range of about 
77 miles of track. A considerable portion of this trackage con- 
sisted of duplicated tracks made necessary by the independent 
service to the mines. The consolidated operation made it possible 
to eliminate all duplicate ore trackage not necessary for adequate 
service. Some of the spur tracks and mine tracks were owned 
solely by one of the applicants although some of these tracks 
were owned jointly. A considerable portion of the trackage 
was used jointly under their existing contracts. Until the 
agreed abandonments of trackage was made, each railroad 
granted to the other the equal joint possession and use of all its 
trackage on the range necessary for the movement of the 
pooled business, the use of which had not heretofore been 
granted by some pre-existing contract. Exclusive spurs were 
permitted to be built by either railroad from jointly used 
trackage in order for either road to reach any industry other 
than one connected with the mining, treating, or handling of 
ore. Jointly owned spurs were allowed to be built to such 
industries upon agreement of the parties. 


The Commission expressed the opinion that the handling of 
the entire tonnage through one dock, one assembly yard, one 
grading yard, and the pooling of the ore cars would permit 
the elimination of duplicate facilities. It would also expedite 
the switching, grading, and transportation of the ore from the 
mines to the dock and the accumulation in. the dock of ship 
cargoes of the desired commercial grades. The Commission 
found that the pooling plan would also eliminate delays and 
expense to the producers due to shortage of the special type 
of cars required for handling iron ore. The railroads parties 
to the pool estimated that the savings from the proposed joint 
operation would approximate $350,000 a year. 

The Commission observed that the plan appeared to have 
the united support of the mine operators; that it would result 
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in improved service to such operators, both by rail and water; 
and that it would enable the railroads to provide promptly 
additional facilities that might become necessary for proper 
future development of the field. 

In its opinion, the Commission said: 


Upon the facts presented we find (1) that the present and future 
public convenience and necessity require (a) the operation by the 
Soo over the line of the Northern Pacific between Ironton and McGregor 
in Crow Wing and Aitkin ounties, Minn., and (b) the joint operation 
by the Northern Pacific and Soo of tracks serving the mining opera- 
tions on the Cuyuna Range, in Crow Wing County, Minn., all as de- 
scribed in the application; (2) that the pooling by the applicants of 
ore tonnage moving from, and coal tonnage moving to, mining opera- 
tions on the Cuyuna Range in Crow Wing County, Minn., in accordance 
with the terms of the contract, a copy of which is filed in the record, 
will be in the interest of better service to the public, will effect 
economies in operation, and will not unduly restrain competition; that 
the division of such traffic has been assented to by all the carriers 
involved; and that the consideration between the applicants, and the 
terms and conditions of the contract under which such division of 
traffic is to be effected, are just and reasonable. An appropriate cer- 
tificate and order will be issued.”° 


The certificate and order issued by the Commission in the 
Northern Pacific-Soo Line case was issued June 3, 1929: 


A hearing and investigation of the matters and things involved in 
this proceeding having been had, and said division having, on the date 
hereof, made and filed a report containing its findings of fact and 
conclusions thereon, which said report is hereby referred to and made 
a part hereof: 

It is hereby certified, That the present and future public con- 
venience and necessity require (a) the operation by the Minneapolis, 
St. Paul and Sault Ste. Marie Railway Company over the line of the 
Northern Pacific Railway Company in Crow Wing and Aitkin counties, 
Minn., and (b) the joint operation by the Northern Pacific Railway 
Company and the Minneapolis, St. Paul and Sault Ste. Marie Railway 
Company of certain mine tracks on the Cuywna Range, in Crow Wing 
County, Minn., all as described in the application. 

It is ordered, That the Northern Pacific Railway Company and the 
Minneapolis, St. Paul & Sault Ste. Marie Railway Company shall re- 
port to this commission as required by valuation order No. 24, effective 
May 15, 1928. 

And it is further ordered, That the pooling by the Northern Pa- 
cific Railway Company and the Minneapolis, St. Paul and Sault Ste. 
Marie Railway Company of ore tonnage moving from the Cuyuna Range 
in Crow Wing County, Minn., and of coal tonnage moving from Duluth, 
Minn., and Superior, Wis., to mining operations on said Cuyuna Range, 
as described in the application and report aforesaid, be and it is 
hereby, approved and authorized. 


Unification of Facilities 


A single case may be cited to illustrate the lawfulness of 
arrangements entered into by railroad carriers for the purpose 
of unifying their facilities—Texas et al. vs. United States et al. 
This was an appeal from the district court of the United 
States for the Western District of Missouri.” 


The Commission, by its report and order of October 4, 
1933, authorized the Kansas City Southern Railway Company, 
a corporation organized under the laws of Missouri, to acquire 
control by lease of the railroad and properties of the Texarkana 
and Fort Smith Ry. Co., incorporated under the laws of 
Texas.” In this suit, the State of Texas and officers and munic- 
ipalities of that state assailed the order of the Commission as 
transcending the authority granted to it by the Congress. The 
order was sustained by the district court. Three judges sat as 
required by statute. From this decree an appeal was taken. 

The single point in controversy was with respect to the 
authority of the Commission to approve the acquisition of con- 
trol by a lease which permitted the lessee to abandon or to 
remove from the state the general offices and shops of the les- 
sor. This was provided for by section 5 of the lease. It was 
this provision that was attacked as being a violation of the 
laws of Texas, which confine to Texas corporations the right 
to “own or maintain any railways” within the state, which 
require every railroad company chartered by the state to “keep 
and maintain permanently its general offices within this state 
at the place named in its charter,” and at that place also to 
maintain the offices of its principal officers, and which prohibit 
any railroad company from changing “the location of its gen- 
eral offices, machine shops or round houses, save with the con- 
sent and approval of the state railroad commission.” 


The Commission was divided in its opinion. On a pri0or 
hearing, the Commission approved the lease on condition that 
the paragraph in controversy should be eliminated.* Follow- 
ing the enactment of the emergency railroad transportation 


20 (154 I. C. C. 279, 283-284), 1929. 

21 (292 U. S. 522), 1934. 

2 Texarkana and F. S. R. Co. Control (193 I. C. C. 521), 1933. 

23 (5 Fed. Supp. 63), 1934. 

*% Revised Civil Statutes of Texas, 1925 (Articles 6260, 6275, 6278). 
2 T. and F. S. R. Co. Control (189 I. C. C. 253), 1932. 
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act, 1933, the proceeding was reopened and, after hearing, the 
Commission modified its order by striking out this condition 
and authorized the lease, including the provision in section 5 
as to the offices and shops of the carrier. 

The Commission, on its first hearing, found that the con- 
summation of the plan presented by the applicant carrier 
would result in an annual saving of about $81,000. This find- 
ing was repeated in the final report. The estimated saving 
would result from the unification of operations, the discontin- 
uance of general offices of the Texarkana and Fort Smith Rail- 
way Company of Texarkana, and the removal to Shreveport 
and Kansas City of many of the activities at Texarkana which 
caused duplication of work. The Commission concluded that, 
“in view of the volume of interstate traffic handled by the T. 
and F. S. and the net income earned by that carrier, it is clear 
that the expenditure of approximately $81,000 a year, which 
will be unnecessary under the plan that the applicant proposes 
to put in effect under the lease, constitutes an undue burden 
on interstate commerce.” 

In its opinion the U. S. Supreme Court held that the State 
of Texas raised no question as to the constitutional power of 
the Congress to confer authority on the Commission to approve 
the proposed lease with the stipulations under authority which 
was conferred—the construction of the applicable statutory 
provisions. These were held to be found in section 5 of the in- 
terstate commerce act as amended by the Emergency Railroad 
Transportation Act, 1933,° which make it lawful, with the ap- 
proval and authorization of the Commission, for two or more 
carriers to consolidate or merge their properties, “or for any 
carrier to purchase, lease or contract to operate the properties, 
or any part thereof, of another,” or to acquire control of an- 
other through purchase of its stock.” 


The U. S. Supreme Court held, in part: 


These broadening provisions of the Emergency Railroad Transpor- 
tation Act, 1933, confirm and carry forward the purpose which led to the 
enactment of the Transportation Act 1920 . . . which introduced into 
the federal legislation a new railroad policy, seeking to insure an 
adequate transportation service. . . . It is a primary aim of that policy 
to secure the avoidance of waste. That avoidance, as well as the 
maintenance of service, is viewed a direct concern of the public. The 
authority given to the Commission to authorize consolidations, pur- 
chases, leases .. . was given in aid of that policy, the criterion of which 
is the controlling public interest. ... 

Further, under . . . the Interstate Commerce Act as amended by 

. the Emergency Railroad Transportation Act of 1933, the Inter- 
state Commerce Commission has power to authorize a lease of one 
interstate railway to another permitting the lessee to abandon or 
remove general offices and shops of the lessor, the maintenance of 
which as found by the Commission would entail unnecessary and 
wasteful expenditure, even though such abandonment or removal be 
forbidden by the law of the state of the lessor’s incorporation in which 
such offices and shops are located. 

Further, by concession in this case, the lease and order do not 
affect the public or principal office which the lessor is required to 
keep in Texas by the laws of that state, as distinguished from ‘‘gen- 
eral offices’’ required by the Texas Office-Shops Act, so that there can 
be no interference by the lease in question with the supervision of the 
state over the lessor company in matters essentially of state concern.”* 


The decision of the lower court was affirmed. 





*6 Title II, Sections 201-202, Par. (4), (A), and 4, (6); 1933. 
* Interstate Commerce Act, Part I, Section 5. 
% (292 U. S. 522), 1934. 


TOWMOTOR EMPLOYE FOLDERS 


Towmotor Corporation is telling its employes about the 
part they are playing in the war, and urging them to deeper 
interest in their jobs and outside war activities, by means of a 
series of folders mailed to the employes’ homes. One of these 
folders tells of the part played by Towmotors in tank con- 
struction and solicits ideas for speeding up lift-truck produc- 
tion; a second shows Towmotors in operation loading Navy 
ships and urges the purchase of war bonds, and a third de- 
scribes the use of Towmotors in aircraft construction and re- 
minds workers that their diligence keeps the Army-Navy E 
flying over the plant. 


GOODRICH AND C. & O. ADVERTISING AWARDS 


The Chicago Business Papers’ Association has made awards 
of merit to the B. F. Goodrich Company and the Chesapeake 
and Ohio Railway for advertising campaigns carried on in busi- 
hess papers in 1942. Both campaigns appeared in the Traffic 
World. The awards are made annually to advertisers making 
the best use of business papers through the adequate use of 
Space, effective copy and illustrations, and proper interpreta- 
tion of sales and sales promotion to enable the advertising ob- 
jective to be reached. The Goodrich campaign was prepared 
by the Griswold-Eshleman Advertising Agency of Cleveland, 


O., and the C. & O. campaign by the McCann Erickson Agency, 
also of Cleveland. 
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Questions and Answers 


* In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
ctal service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long and wide knowledge, 
will answer questions relating to practical trafic problems. We do 


not desire to take the place of the trafic man but to help him in 
his work. 


The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Trafic Service Corporation, Harle Building, Washington, D. O. 


General Order O. D. T. 18, Revised, Application of 


New York.—Question: I would appreciate your answer to 
the following: 


We have shipments of machinery ranging from 13,000 
pounds and upward, the minimum weight as per Consolidated 
Classification No. 15 is 24,000 pounds. 


Orders are received, and in many cases consignee requests 
“Rush.” The machine in question weighs 19,500 pounds. We 
have a siding serving our plant, therefore we load the cars. 
The bill of lading is made out as follows: 19,500 pounds as 
24,000 pounds tendered to the carrier as a carload—Rule 15, 
Section 1, Consolidated Freight Classification No. 15. 


The above order, we understand, does not meet the re- 
quirements of O. D. T. Order No. 18, in loading the car to full 
loading capacity. The question arises, does the carrier detain 
the car until full capacity load has been received and then 
forward same to destination. Can we claim exemption under 
section 500.21 (d) ‘“‘Cause damage to lading” or under section 
500.23 (k) “Undue car detention.” 


Answer: Section 500.23 (k) of O. D. T. Order No. 18, under 
“Exemptions,” provides that the loading provisions in Section 
500.21 shall not apply to “Carload shipments of freight when 
authorized by and made in accordance with any special permit 
issued by the chief operating officer or division superintendent 
of the initial linehaul rail carrier . . . in a specific case where, in 
his judgment, because of the unusual character of the lading, 
or unusual circumstances, or undue car detention, he believes 
compliance with the loading requirements of this subpart 
would result in the inefficient use, or unduly retard the efficient 
use, of cars or locomotives...” 

Under a ruling of the Office of Defense Transportation if, 
in the loading of a machine or items of machinery, the space 
on or in the car is utilized so that it is not possible to load 
another machine, or items of machinery on or in the same 
car, the loading requirements of the order will be met since 
all practical stowage space is utilized. If there is room for 
additional loading, the requirement of the order must be ob- 
served or permit obtained. 

Where the shipper loads the freight the shipper should 
apply for the permit, giving full particulars and reasons why 
the loading requirements are not complied with. If a permit is 
issued it will be mailed to the shipper but will be directed to 
the carrier. Special permits may be issued by the carrier 
under circumstances outlined in Section 500.23 (k) outlined 
above. 

Except as indicated above, there appear to be no excep- 
tions to the provision of O. D. T. (Order No. 18, requiring the 
loading of cars in compliance with Section 500.21 thereof, which 
apply to your case. 


Diversion of Motor Carrier Shipments Under General Order 
O. D. T. No. 3, Revised 


Illinois.—Question: Referring to your answer on page 440 
of your February 20 issue of the Traffic World, under the head- 
ing “Routing and Misrouting,” which was supplementary to 
your answer appearing on page 228 of your January 23 issue. 

Your answer appears to be entirely based on the assump- 
tion that the originating and delivering carriers involved par- 
ticipate in a tariff publishing a joint through rate which is 
higher than another joint through rate via another delivering 
carrier. 

Such is not the case. The facts are that the originating 
carrier publishes its own through rates to the destination in- 
volved and does not participate in a joint tariff either in con- 
nection with the delivering carrier or any other carrier. As 
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a matter of fact, the carrier does not participate in a joint 
tariff of any kind as it publishes its own individual issues. 

That being the case, how could the originating carrier 
then legally refuse to transport the shipment through to des- 
tination at their published through rate after having signed 
the bill of lading. Further investigation also develops the fact 
that at the time the equipment was ordered for this loading the 
carrier was furnished with the correct destination for which 
the shipment was intended and it did not take any exception 
to transporting same and furnished a truck for the express 
purpose of loading it out to the point named. It was not until 
after the truck was loaded and the bill of lading signed that 
the carrier took the position that it could not handle the ship- 
ment through to destination on account of the return load re- 
striction of the O. D. T., stating that their return load origin- 
ated at a named intermediate point and that if the shipment 
were handled at all it would have to be handled in a joint ar- 
rangement with another carrier on basis of the existing com- 
bination rates in effect to and from the named intermediate 
point. 

Not being familiar with the intricacies of traffic, our 
shipping department acquiesced in having the shipment move 
forward on that basis, not realizing the excessive charges in- 
volved through this handling over the joint through rates in 
effect via the originating carrier. 

We have filed claim for the resulting overcharge, which 
the carrier now refuses to recognize, pointing out that if they 
pay the claim it would result in an actual out-of-pocket loss 
to them. As a matter of fact, they contend that if they paid 
the claim it would mean that they would transport the ship- 
ment to the intermediate point without getting any revenue 
at all for this service. Our position is that we cannot legally 
withdraw the claim and that we must exhaust our efforts to 
collect same. 

With these additional facts we would appreciate a further 
opinion from you. 

Answer: If, as we understand, the shipment is question was 
one subject to the provisions of General Order O. D. T. No. 3, 
Revised, neither the fact that the carrier to which the shipment 
was tendered for transportation published its own one-factor 
local rates nor that a bill of lading had been issued by that 
carrier for transportation through to destination via its own 
line, would prevent the diversion of the shipment to another 
carfier for joint transportation to destination, in compliance 
with the requirements of the above referred to order. The pro- 
visions of this order are binding on both carrier and shipper. 

However, under the provisions of Emergency Order No. 
M-1 of the Interstate Commerce Commission, Section 215.102 
thereof, the tariff rate of the carrier which issued the bill of 
lading applies. 

Section 215.102 provides that if the bill of lading carrier has 
in effect a one-factor local rate for the transportation of the 
shipment from its origin to its destination, the carrier to whom 
the shipment has been diverted shall forward such shipment on 
the billing and pursuant to the tariff rate and the rules and 
regulations of the carrier issuing the bill of lading, which 
rate, rules, and regulations shall be those which would have 
applied if no rerouting has been made. 

The above referred to Emergency Order is in furtherance 
of the provision of General Order O. D. T. No. 3. 


DEFICIENCY APPROPRIATION BILL 


Congressional action on H.R. 1975, the deficiency appropria- 
tion bill providing for an increase of $4,000,000,000 in the Mari- 
time Commission’s ship construction fund and an increase of 
$5,250,000,000 in the amount of contract authorizations for ship 
construction and facilities (see Traffic World, March 13, p. 607), 
has been completed, with adoption of a conference report by 
the House and Senate. 


NO SHORT LINE ANNUAL MEETING 


By a vote of 197 to 2 the members of the American Short 
Line Railroad Association have approved a recommendation of 
the board of directors that there not be held an annual meeting 
of the association in 1943. J. M. Hood, president, has announced. 
He said it was expected that a series of regional meetings would 
be held as became necessary. 


USE OF FRENCH VESSELS 


Nine French passenger liners with a total gross tonnage 
thousands of tons in excess of the Normandie and twenty-two 
French freighters whose gross tonnage exceeds that of seven- 
teen “Liberty ships’ have recently been added to the Inter- 
Allied Shipping Pool. 

This announcement was released for publication by Ad- 
miral Fenard, chief of the French Naval Mission in Washing- 
ton. Admiral Fenard is representing General Giraud, French 
High Commissioner in North Africa. 

It was further revealed by Admiral Fenard that this fleet 
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of thirty-one French vessels had been in operation in Allied 
convoys for several weeks. One of the passenger vessels is the 
15,272 ton “Athos II’ and the freighters include the “Lorraine,” 
a cargo carrier of approximately the same size. 


N.A.R.U.C. PROCEEDINGS 


The National Association of Railroad and Utilities Com- 
missioners has announced that the published proceedings of its 
1942 convention at St. Louis, Mo., may be obtained by member 
commissions for $5 and by non-members for $6, a copy, from 
Ben Smart, secretary, 7413 New Post Office Building, Wash- 
ington, D. C. 


FOOD TRANSPORT AND WAREHOUSING 


Roy F.. Hendrickson, director of the Food Distribution Ad- 
ministration, in an article on ‘Wartime Food Distribution” 
appearing in the February issue of “The Agricultural Situation,” 
published by the Department of Agriculture, designates the 
development of programs for efficient warehousing and trans- 
portation of food as one of the matters with respect to which 
the newly-organized F.D.A. will make recommendations “for 
action by Secretary Wickard” (see Traffic World, Dec. 12, 
1942, p. 1417). 


W.S.A. RATE ORDERS 


The War Shipping Administration has issued rate advice 
No. 38 authorizing a rate of $1.24, U. S. currency, a ton of 2,240 
pounds, plus 75 per cent surcharge, for transportation of bulk 
petroleum and petroleum products, in tankers of over 3,000 
gross tons operated for its account, effective on loadings com- 
pleted on and after March 11, laytime and demurrage to be as 
shown in rate order No. 80, from Lobitos, Peru, to Zorritos, 
Peru. 


W.P.B. ROAD CONSTRUCTION CONTROL 


The War Production Board has announced that, to con- 
serve manpower, materials and machinery, it has withdrawn a 
blanket authorization by which highway departments were per- 
mitted to begin highway construction jobs provided no critical 
materials acquired after May 6, 1942, were used. The blanket 
authorization, contained in the board’s order L-41-600, was re- 
voked, said the W.P.B., so that equipment and materials tied 
up on some of the roadbuilding jobs might be diverted to the 
construction of important military and access highways. 

Simultaneously the W.P.B. announced that it had delegated 
to its regional directors the authority to permit the start of 
road constructions jobs costing less than $100,000 where federal 
funds were not required and where no priority assistance was 
needed. It said the regional directors would exerc'se this au- 
thority after consultation with district engineers of the Public 
Works Administration. 


JOB RESTORATION FOR SEAMEN 


The House has passed H. R. 131, providing for the restora- 
tion, to persons having entered service in the merchant marine 
after May 1, 1940, on completion of a “substantially continuous” 
period of service in the merchant marine with certification 
thereof by the war shipping administrator, of the positions they 
held prior to their enlistment in the merchant marine. 


1.C.C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Wilhelmina Boersma, Detroit, Mich.; John Ellison 
Branch, Atlanta, Ga.; James Andrew Butler, Cleveland, 0O.; 
James J. Cannon, New York, N. Y.; Waldo Clayton Cheek, 
Asheboro, N. C.; Lawrence R. Condon, New York, N. Y.; Joe C 
Gamble, Maryville, Tenn.; John H. Groves, Indianapolis, Ind.; 
Jonathan Vernon Hackett, Washington, D. C.; Hubert Hickam, 
Indianapolis, Ind.; Louis C. Karbiner, Chicago, Ill.; Belford V. 
Lawson, Jr., Washington, D. C.; Robert C. Macdonald, Chi- 
cago, Ill.; Harrison Fargo McConnell, Washington, D. C.; Mal- 
colm Bethune McDaniel, Washington, D. C.; John Foster Meck, 
Jr., Washington, D. C.; C. Frank Reavis, New York, N. Y.; 
Matthew Harold Rosenblum, New York, N. Y.; Edwards Sewell 
Sanford, Newark, N. J.; Earl Phillip Sch..cider, Cleveland, O.; 
Charles W. Sellers, Cleveland, O.; James Owens Seymour, Co- 
lumbus, O.; Russell Leigh Snodgrass, Baltimore, Md.; Max 
Swiren, Chicago, Ill.; Percy Hocutt Wilson, Raleigh, N. C. 


W.S.A. WAR RISK RULE REVISION 
New rules and regulations constituting a revision of the 
War Shipping Administration’s general order No. 6, including 
supplements 1 through 9 thereto, have been approved by Ad- 
miral Land, war shipping administrator. The revised order re- 
lates to the underwriting by the W.S.A. of war risk insurance 
on cargo, hull, crew, fishermen, and freight interests. 
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Freight Tax Exemptions 


Representative Maloney, of Louisiana, has introduced H. 
R. 2167, to provide for broadening of the exemption of gov- 
ernment transportation from the tax on transportation of prop- 
erty, so as to relieve states or state government agencies of 
the necessity of paying the tax on incoming shipments of com- 
modities used by them, including materials used in highway 
construction, such as sand and gravel. ; 

It was stated at Mr. Maloney’s office that the bill did not 
affect the exemption applicable to traffic on the Federal Barge 
Lines (see Traffic World, Feb. 6, p. 325, and Feb. 20, p. 434). Mr. 
Maloney had received no correspondence on the subject of pro- 
posals to eliminate the exemption with respect to the Federal 
Barge Lines, it was said. 

Section 3475 (b) of the internal revenue code, in its pres- 
ent form, provides that “the tax imposed under this section 
shall not apply to amounts paid by or to the United States or 
any agency or instrumentality of the United States for the 
transportation of property.” Mr. Maloney’s bill, containing 
two sections, would amend section 3475 (b) to read as follows: 


“‘(b) Exemption of Government Transportation.—The tax imposed 
under this section shall not apply to amounts paid by or to the United 
States or any agency or instrumentality of the United States, or by 
any state or political subdivision thereof, or any agency or instru- 
mentality of two or more states for the transportation of property. 
For the purposes of this subsection, if the amount paid for transpor- 
tation of property is paid by the shipper and such amount is separately 
stated and the shipper reimbursed by the United States or an agency 
or instrumentality thereof, or by a state or political subdivision thereof, 
or agency or instrumentality of two or more states, such amount shall 
be held and considered to have been paid by the United States or such 
agency or instrumentality thereof or by such state or political sub- 


division thereof, or agency or instrumentality of two or more states, 
as the case may be.’’ 


Sec. 2.—The amendment made by section 1 shall be effective be- 
ginning with the tenth day after the date of enactment of this act. 


Post-War Highway Program 


Chairman Robinson of the House committee on public roads 
has inserted in the Congressional Record statements submitted 
to that committee by several spokesmen for the American Asso- 
ciation of State Highway Officials, containing recommendations 
for a post-war highway construction program and for contin- 
uance of federal aid to the states for such construction. 

Statements reproduced in the Record were prepared by H. 
G. Sours, director of highways of Ohio; Fred R. White, chief 
engineer of the Iowa state highway department; T. H. Cutler, 
state highway engineer of Kentucky, and Brady Gentry, presi- 
dent of the American Association of State Highway Officials. 

They asked that federal aid be allocated to the states by 
formula, rather than on the basis of need; that construction 
work be done under the contract system, because ‘‘construction 
belongs in the field of private enterprise”; that the post-war 
program of road-building be planned and carried out under the 
direction of the Public Roads Administration and the highway 
departments of the various states, and that highway construc- 
tion be regarded as an investment rather than as an expendi- 
ture of public funds. Specifically, they asked that Congress 
authorize “at this time” an appropriation of not less than 
$1,000,000,000 yearly for at least three years, effective imme- 
diately on conclusion of actual hostilities of the present war. 
for rehabilitation, improvement and expansion of the nation’s 
highway system. 

Mr. Gentry said that of the nation’s 3,200,000 miles of road- 
wav—including 500,000 miles of state highways, 300.000 miles 
of city streets, and 2,400,000 miles of rural roads—2,550,000 miles 
did not now have and had never had pavement of either oil, 
concrete or brick; that the amount of about $25,000,000,000 
had been spent since 1910 on designated highways, city streets 
and rural roads, exclusive of $4,000,000,000 of relief expendi- 
tures, and that it was “a conservative estimate” to say that ten 
billion dollars could be “economically invested” on the rehabili- 
tation, improvement and expansion of the nation’s highway 
transportation system. 


NEW JERSEY-DELAWARE CANAL 


Unlimited subsidizing, by the federal government, of trans- 
portation facilities that competed with the railroads eventually 
would result in total destruction of the railroad industry, said 
John T. Corbett, national legislative representative of the 
Brotherhood of Locomotive Engineers, in testimony before the 
House rivers and harbors committee as it concluded hearings on 
H.R. 1880, the McCormack bill to authorize an appropriation 
of $187,000,000 for construction of a ship canal across northern 
New Jersey (see Traffic World, March 13). 


Mr. Corbett said that it must be realized that, if the federal 
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government proposed to socialize transportation agencies in 
competition with the railroads, under a system requiring the 
taxpayers to bear the greater portion of the costs of transporta- 
tion, there could be no future hope for continued development 
of the railroads or for any continuation of public investments 
in the railroads. To divert from more necessary wartime serv- 
ices the large number of men required to build the considered 
canal, he said, must appear “ridiculous” and “almost an act of 
sabotage.” he said. He averred that the channel would be ice- 


bound in winter months and that it could be kept open only 
with ice-breakers. 


The House rivers and harbors committee decided, March 
16, to report favorably the McCormack bill. 

The committee’s decision, it was stated after its meeing, 
included approval of the proposed authorization of $187,000,000 
for the canal construction and the addition of $12,000,000, for 
right-of-way and relocations, to that amount, so as to make the 
total authorization sought in the bill $199,000,000. Representa- 
tive Rankin, of Mississippi, moved in the committee meeting 
that a new bill be introduced, containing the larger authori- 
zation proposed, and that the committee approve such a bill. 
After that motion had been carried, it was brought to the com- 
mittee’s attention that under rules of parliamentary procedure 
there would be obstacles to consideration of a bill so reported. 
Accordingly, the committee decided to reconvene March 17, 
after a new bill containing the $199,000,000 authorization had 
actually been introduced. 

Representative McCormack introduced such a bill, H.R. 
2208, the afternoon of March 16. The following morning, the 
House rivers and harbors committee members met again and 


decided by a vote not announced outside the committee chamber, 
to report the new bill favorably. 


Revenue Traffic Statistics 


For the 12 months ended with December, 1942, Class I 
steam railways, exclusive of switching and terminal companies, 
reported a total of 638,069,444,000 revenue tons carried one mile 
as against 475,053,822,000 tons for the 1941 period, according 
to a compilation by the Commisison’s Bureau of Transport Eco- 
nomics and Statistics of revenue traffic statistics of those roads, 
statement M-220. The December, 1942, tonnage amounted to 
— as compared with 41,307,313,000 for December, 
1941. 

Revenue tons carried amounted to 2,817,320,923 for the 12 
months ended with December, 1942, as compared with 2,290,- 
330,598 for the 1941 period, and the freight revenues for the 
respective periods totaled $5,947,638,818 and $4,445,012,344. For 
December, 1942, revenue tons carried were 226,670,576, and the 
freight revenues were $532,192,275, as compared with 193,604,- 
004 and $389,410,110, respectively, for December, 1941. 

Revenue passengers carried for the 12 months ended with 
December, 1942, totaled 669,499,408 and the passenger revenue 
was $1,028,306,460, compared with 486,582,138 revenue passen- 
gers carried and revenues of $514,651,446 for the 1941 period. 
For December, 1942, the number of revenue passengers carried 
was 67,534,725 and the passenger revenues totaled $119,041,045 
as against 44,725,171 passengers and $53,792,128 in revenue for 
December, 1941. 

Freight traffic averages for the 12 months ended with 
December, 1942, as compared with the like period of 1941, 
were set forth in the compilation, respectively, as follows: 

Miles a revenue ton by the road, 226.5 and 207.4; revenue 
by the ton-mile, 0.932 cents and 0.936 cents; and revenue a ton 
by the road, $2.11 and $1.94. 

For December, 1942, compared with December, 1941, re- 
spectively, freight traffic averages were: 

Miles a revenue ton by the road, 242.8 and 213.4; revenue 
by the ton-mile, 0.967 cents and 0.943 cents; and revenue a ton 
by the road, $2.35 and $2.01. 


SHIP SPACE UTILIZATION INQUIRY 


Chairman Bland, of the House merchant marine commit- 
tee, announced in the House March 15 that his committee would 
hold a hearing March 29 to investigate charges filed with the 
War Shipping Administration by three labor leaders to the 
effect that space on ships going to north Africa had been wasted 
and that sailings of such vessels had been delayed unneces- 
sarily. The labor leaders—Harry Bridges, of the west coast 
C.I.0. longshoremen’s union, Joseph Curran, president of the 
National Maritime Union, and William Green, president of the 
American Federation of Labor—averred that sand and dirt 
were being transportted to north Africa, taking up space needed 
for more important cargoes. 

“If the charges are true,” said Mr. Bland, “the truth should 
be known and remedies provided. If the rumors are false, the 
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falsity should be exposed and efforts made to prevent such 
falsehoods in the future.” 

Mr. Bland also announced that a subcommittee of his com- 
mittee would hold a hearing March 23 to investigate charges 
that charter rates of ships used for transportation of cargoes 
to Red Sea ports in 1940 and 1941 were excessive and permitted 
the ship owners to reap exorbitant profits. Representative Hart, 
of New Jersey, is chairman of the subcommittee. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued a compilation, prepared by 
its Bureau of Transport Economics and Statistics, of tons of 
revenue freight originated and tons terminated in carloads 
by classes of commodities and by geographic areas, and by 
groups of commodities—Class I steam railways—for the third 
quarter, 1942, statement Q-550. 

Revenue freight originated totaled 391,259,548 tons, and 
terminated, 369,739,822 tons. As to forwarder traffic tons orig- 
inated totaled 767,350 and terminated, 777,100. Broken down 
by groups of commodities, the tonnage originated and termi- 
nated, respectively, was shown as follows: 


Products of agriculture, 29,875,780 and 31,198,741; animals and 
products, 5,323,540 and 5,458,956; products of mines, 233,482,470 and 
206,132,922; products of forests, 23,046,250 and 24,855,370; and manu- 
factures and miscellaneous, 93,943,422 and 95,324,088. 


G. N. ADVERTISING FEATURES FARM PRODUCTS 


The Great Northern Railway is running a series of adver- 
tisements keyed to the agricultural interests of particular areas 
along its route. An example is a tribute to the potato as a source 
of strength and nourishment to the armed forces and a brief 
statement of the part played by the railroad in its distribution. 
The advertisement, illustrated with a cartoon showing potatoes 
riding freight cars, will run in local publications in the north- 
western tier of states where potatoes are an important farm 
product. It bears the name of T. G. Conley, general agent, 
freight department, at St. Paul, Minn. Similar advertisements 
will feature sugar beets, lambs, beef, lettuce and other farm 
products. All will carry a notation that “this story of the north- 
west’s importance to the nation’s war effort has been presented 
to thousands of American industrial executives through Traffic 
World magazine.” The advertisements were prepared and 
placed by Reincke-Ellis-Younggreen and Finn, advertising 
agency, under the direction of Charles W. Moore, Great North- 
ern’s advertising manager. 


“QUINTS” TO CHRISTEN CARGO SHIPS 

Each of the Dionne quintuplets will sponsor a new coastal 
cargo vessel in ceremonies early in May at the Walter Butler 
Shipyard, Superior, Wis., marking ‘‘one of the greatest mass 
launchings in the history of Great Lakes shipbuilding,” ac- 
cording to a Maritime Commission announcement. The com- 
mission observed that the government of the province of On- 
tario, Canada, had approved the acceptance by the Dionnes of 
an invitation to participate in the launchings. The commission 
said the ships to be christened by the quintuplets were now be- 


‘ing built for the commission and would subsequently be turned 


over to the British government under provisions of the lend- 
lease act. 


EXPRESS HIGHWAYS 

Twelve states already have the necessary laws and seven 
others are now considering legislation that will enable them to 
build the express “highways of tomorrow” when peace comes, 
according to Commissioner Thomas H. MacDonald of-the Pub- 
lic Roads Administration of the Federal Works Agency. 

These future highways were described as “limited-access 
roads designed to serve through traffic rather than abutting 
property.” The Pennsylvania Turnpike and the Merritt Parkway 
in Connecticut are early examples. Traffic is permitted to enter 
and leave them only at certain selected points. These particular 
highways are toll roads, but limited access is contemplated, 
for the future, for non-toll roads as well. 

States now legally prepared to construct limited-access 
highways are: California, Colorado, Connecticut, Louisiana, 
Maine, Maryland, Michigan, New York, Ohio, Rhode Island, 
Virginia and West Virginia. 

States with limited-access highway legislation under con- 
sideration include Arizona, Delaware, Massachusetts, New 
Hampshire, New Jersey, New Mexico and Utah 


CHANGES IN DOCKET 
Hearing |. & S. M-2195, March 20, Scranton, Pa., canceled. 


Hearing |. & S. M-2195, March 19, Scranton, Pa., canceled and re- 
assigned March 20, Scranton, Pa. 





TRAFFIC WORLD 





Tratfic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THs TraFric Wortp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, ie desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—Hditor Tue Trarric Wor. 





Samuel B. Pettingill, vice-president and general counsel, 
Transportation Association of America, will speak on ‘The 
Future of Transportation” at the annual dinner and installation 
of officers of the Junior Traffic Club of Chicago April 1. There 
will be a program of entertainment. J. H. Ihrig is chairman of 
the program committee. 





At a dinner meeting of the Women’s Traffic and Transpor- 
tation Club of Baltimore, March 17, Mrs. Kathryn Gutekunst, 
director, Baltimore and Ohio Women’s Music Club, spoke on 


the life and works of Tschaikovsky, and sang arias, from his 
operas. 





Col. Harry Adamson, U. S. Army, spoke at a patriotic rally 
meeting of the Omaha Traffic Club March 18. Dinner was 
served. E. T. Parks was chairman of the committee on arrange- 
ments. New chairmen of club committees include: Educational, 
J. J. Hartnett; membership, W. H. Wharton; speakers, P. J. 
Rose; publicity, W. J. Tritz; civic, R. T. Payne; movies, F. A. 
Marlow; auditing, J. A. Butler; luncheon table, L. B. Liming; 
athletics, H. M. Sorenson; bowling, A. H. Elsasser; shippers 
advisory board, H. H. Albers; May golf outing, C. W. Nelson; 
annual picnic, C. E. McIntyre; summer dance, A. S. Pond; 
September golf outing, C. W. Nelson; annual dinner, A. E. 


Bartels; January dinner dance, J. E. Cobry; Christmas, C. R. 
Lane. 





Members of the Cincinnati Traffic Club attended a forum — 


luncheon held by the Cincinnati Chamber of Commerce, March 
16, at which Sam H. Jones, governor of Louisiana, spoke on 
“Post-War Opportunities in Latin America.” 





At the monthly meeting of the Traffic Club of Wichita, 
Kans., March 18, Ralph Hinman, manager, Business Protective 
Bureau, and editor of the magazine of the Wichita Chamber of 
Commerce, spoke. Ben Harris, division freight agent, Missouri 
Pacific, was in charge of the meeting. 





The Traffic Club of Chicago will hold its election the after- 
noon of March 25. In the evening it will hold its annual busi- 
ness meeting and dinner, at which the new officers and directors 
will be installed. There will be a program of entertainment. 
P. F. Kuhlman is chairman of the committee on arrangements. 





Major F. E. Turin, U. S. Army, spoke at a monthly dinner 
meeting of the Norfolk-Portsmouth Traffic Club at the Albany 
Restaurant, Norfolk, Va., March 18. 





Major General F. Gilbreath, commanding officer, San Fran- 
cisco Port of Embarkation, U. S. Army, spoke on “War Trans- 
portation Problems” at a railroad night dinner meeting of the 
Oakland, Calif., Traffic Club March 16. There was a program 


of songs by the Negro Glee Club of Camp Ashby, Berkeley, 
Calif. 





The Traffic Club of Minneapolis held a motor carrier day 
luncheon meeting, March 18, at which Capt. H. A. Pierce, public 
relations officer, U. S. Army, Fort Snelling, Minn., spoke on 
“Aspects of Military Affairs.” There was a program of entel- 
tainment. Tim Flynn was chairman for the day. 





George J. Rony, motion picture director and writer, spoke 
on “Underground Europe Fights Back” at a luncheon meeting 
of the Los Angeles Transportation Club March 15. Fred Willey, 


assistant to freight traffic manager, Pacific Electric Railway, 
was chairman. 





At a Spanish night dinner meeting of the Women’s Traffic 
Club of Metropolitan St. Louis, March 18, Judith Ordonez, 
Spanish teacher, spoke on Spanish history and customs. There 
was a program of entertainment. New chairmen of the standing 
committees include: Entertainment, Frances Crowley; charity, 
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“THAT’S THE STUFF that will win the War— 


These are the materials that are accorded preferential movement. Until the 
War 1s won they must have right of way. ?? 


While this ts being done the Seaboard may not in every instance be able to main- 
tain the same standard of service on commercial traffic as in normal times. 
Therefore, if your shipment should be late, we rely on your indulgence and 
continued cooperation. Seaboard maintains Service Agents in many strategic 
cities to assist in your transportation problems. We invite you to enlist their aid. 


\SEABOARDS\ 
RAILWAY 


WORKS FOR 
VICTORY 
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TGH THE HEART OF 







KEEP ON BUYING WAR 
BONDS AND STAMPS | 







Remember, there’s no let-up, no 
time-out, for our fighting men. 
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Virginia Andrews; membership, Hazel Murray; publicity, 
Martha Cunliff; reception, Vee Hamm; educational, Martha 
Moore; cheer, Mabel Kampe; decorations, Gen Kilcullen; at- 
tendance prize, Francis Farnsworth; war activities, Ethel 
Schweppe; club room hostess, Charlotte Lou. Mary Berra has 


been appointed sergeant-at-arms, and Bernice Daenzer, his- 
torian. 


At a luncheon meeting of the Traffic Club of New Orleans, 
March 15, W. W. Schroeder, vice-president, National Bank of 
Commerce of New Orleans, and president, Louisiana Bankers 


Association, discussed methods of federal government war 
finance policies. 





At the annual meeting of the Woman’s Traffic Club of Mil- 
waukee, March 18, the following officers were elected: Presi- 
dent, Esther E. Paul; vice-president, Pearl Kelley; secretary, 
Esther Tesnow; treasurer, Myrtle Albricht. Members presented 
an engraved gold bracelet to Edith L. Fleming, the retiring 
president. Dinner was served. 





At a luncheon meeting of the Traffic Club of Houston, 
March 16, the Rev. Richard S. Watson, rector, Trinity Epis- 
copal Church, spoke on “Some Things You May Not Know 
about Transportation.” A family party will be held at the Elk’s 
Club March 27. There will be a program of entertainment and 
door prizes will be awarded. 





Prof. Knowles Robbins, Principia College, St. Louis, will 
speak on “France Forever” at a highway transportation day 
meeting of the Traffic Club of St. Louis March 29. Luncheon 
will be served. 





Gus B. Mauermann, mayor of San Antonio, Tex., spoke at 


a bi-monthly luncheon meeting of the San Antonia Traffic Club 
March 8. 





The Traffic Club of New England held its annual athletic 
night meeting March 18. Final matches in a boxing and 
wrestling tournament among sailors stationed at naval training 
schools in the Boston area were held. Dinner was served. J. 
A. Wieners is chairman of the entertainment committee. 


The Transportation Club of Evansville, Ind., held its 
monthly dinner meeting March 17. There was a program of 
entertainment. A ladies’ night dinner dance will be held, 
probably on April 28. 








At a monthly meeting of the Denver Commercial Traffic 
Club, March 17, Graham Miller, principal, Emily Griffith Op- 
hae School, spoke on “Vocational Training for the War 
Effort.” 





At a dinner meeting of the Traffic and Transportation Club 
of Philadelphia, March 23, Dr. D. Olan Meeker, medical direc- 
tor, National Drug Company, will give a demonstration of jiu- 
jitsu fighting. 

The Transportation Club of St. Paul, Minn., held a St. 
Patrick’s day luncheon party March 16. There was a program 
of Irish songs and stories by Walter Mallory, Mr. and Mrs. 
Robert Gehan, and the Osman Temple Chanters. Lem Williams 
is chairman of the entertainment committee. 

The Transportation Club of Des Moines, Ia., held a dinner 
meeting March 15. There was a program of entertainment. 
The board of directors has appointed Joseph Mullen secretary- 
treasurer, to fill the unexpired term of Ray Kelsey, who 
resigned. 


The Women’s Traffic Club of Tulsa, Okla., will hold its 
annual dinner April 10. New officers will be installed. 


The nominating committee of the Traffic Club of the Le- 
high Valley nominated the following as candidates for elec- 
tion to office at a meeting of the club at Bethlehem, Pa., March 
15: For president, W. H. Musselman, traffic manager, Bethle- 
hem Fabricators, Inc., Bethlehem, Pa.; first vice-president, L. 
H. Beam, assistant train master, Lehigh and New England 
Railroad, Bath, Pa.; second vice-president, George A. Dietrick, 
president, Perkiomen Transfer Company, Allentown, Pa., and 
Robert F. Orr, traffic representative, Arrow Carrier Corpora- 
tion, Bethlehem; treasurer, L. T. Metzgar, assistant traffic 
manager, Victor Balata Textile Belting Company, Easton, Pa., 
and Chester Swartz, agent, Central Railroad of New Jersey, 
Easton; secretary, Paul Kocher, traffic department, Binney- 
Smith Company, Easton, and Walter Nolf, chief clerk, Lehigh 
Valley Railroad, Easton; members, board of directors, four to 
be elected, H. K. Uhrich, Bath; W. H. Litteer, Easton; H. A. 
Franke, New York; L. R. Bates, Philadelphia; Carl F. W. 
Beyer and H. C, Williams, Bethlehem; A. B. Collins, Easton. 
Stanley Harter, Allentown, was chairman of the committee. 
The annual election meeting will be held at Easton April 19. 





TRAFFIC WORLD 





Personal Notes 





George E. White, who retired as assistant freight traffic 
manager for the Rock Island Lines in 1937, died at his home 
in Wilmette, Ill., March 15. He served with the company 56 
years. Roy C. Davidson has been appointed freight traffic man- 
ager for the Rock Island at Chicago; Leroy J. Olsen has been 
appointed assistant general freight agent, Chicago, and Thomas 
J. Murphy has been appointed acting general agent at Colorado 
Springs, Colo., succeeding Milton H. Booth, who received leave 
of absence to enter the service of the Condon-Cunningham Com- 
pany, which will operate a barge-ship system for the United 
States government on the Athabaska and Mackenzie rivers in 
Canada. 

J. D. Rezner, superintendent, car department, Burlington 
Route, Chicago, spoke on “Improvements in Freight Car Design 
Since World War I’ at a dinner meeting of the Western Rail- 
way Club at the Sherman Hotel, Chicago, March 15. Comments 
on his talk were made by G. H. Wells, assistant superintendent, 
car department, Northern Pacific, St. Paul, Minn., and F. A. 
Schoulty, assistant superintendent, car department, Milwaukee 
Road, Milwkaukee, Wis. 

W. W. Judson, on leave from the Northern Pacific since 
November, 1942, for service with the War Production Board 
at Washington, D. C., has resigned his government post and 
has resumed his former position as general manager for the 
railroad’s lines east of Livingston, Mont. J. A. Mercer, who 
acted as general manager in Mr. Judson’s absence, has been 
appointed assistant general manager, eastern district. Their 
offices are at St. Paul, Minn. 

Harold R. Sampson has been appointed passenger traffic 
manager for the Chicago and Eastern Illinois at Chicago. 

L. A. Heatherman has been appointed general agent for 
the Nashville, Chattanooga and St. Louis Railway at Washing- 
ton, D. C., succeeding H. E. Sehler, who entered military service. 

The Alton Railroad has announced the following appoint- 
ments: H. L. Stuntz, comptroller; James Williams, treasurer; 
Silas H. Strawn, general solicitor; Frank H. Towner, general 
attorney; P. C. Archer, general claim agent; W. R. Morten, 
superintendent, dining and parlor cars; J. M. McDonald, man- 
ager of personnel, all at Chicago. 

Charles L. Hunter, who retired recently as chairman of the 
passenger department, Trunk Line Association, is now asso- 
ciated with the Caples Company, advertising agency, at New 
York. 


E. B. deVilliers has been appointed freight traffic manager, 
rates and divisions, at Mobile, Ala., and D. F. McCullough, as- 
sistant general freight agent, New Orleans, for the Gulf, Mo- 
bile and Ohio. 

L. E. Quirin has been appointed master mechanic, Chicago 
terminal, for the Chicago, Burlington and Quincy. 

William A. Stewart has been appointed assistant superin- 
tendent, Calgary division, Canadian National Railways. 

The Southern Railway has announced the following ap- 
pointments of superintendents in its operating department: E. 
L. Keister, Louisville, Ky.; E. M. Tolleson, Somerset, Ky.; R. F. 
Logan, Hattisburg, Miss.; R. G. Claiborne, Richmond, Va.; 
W. C. Bledsoe, Salisbury-Spencer terminals, Spencer, N. C. 

B. M. Brown, general superintendent of motive power, 
Southern Pacific, San Francisco, was elected president of the 
Pacific Railway Club at its annual dinner meeting March 18. 
Others elected include: Vice-presidents, H. S. Wall, mechanical 
superintendent, Santa Fe coast lines, Los Angeles; C. A. Veale, 
vice-president and general manager, Northwestern Pacific, 
Saucelito, Calif.. and W. T. Richards, chief engineer, Sacra- 
mento Northern, Sacramento, Calif.; treasurer, H. R. Fegley, 
assistant to general manager, Western Pacific, San Francisco. 
William S. Wollne has been appointed executive secretary. 
Guest speaker at the dinner with G. H. Shafer, St. Paul, 
Minn., general traffic manager, Weyerhaeuser Sales Company, 
and president, National Association of Shippers Advisory 
Boards. 

Minott Brooke has been appointed fuel service engineer at 
Huntington, W. Va., for the Chesapeake and Ohio, succeeding 
G. G. Ritchie, who has been commissioned a major in the U. S. 
Army. 

K. C. Gardner has been appointed general agent in charge 
of agencies at and terminal operations in Louisville, Ky., and 
New Albany, Ind., for the Monon Route. 

R. E. Drummy has been promoted to the newly created po- 
sition of assistant traffic manager, Union Pacific Railroad, Los 
Angeles, Cal. The new position was made necessary because 
of heavy wartime traffic and increased commercial and indus- 
trial activity in southern California, according to A. V. Kipp, 
traffic manager, who announced the appointment. H. H. Fowler 
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was appointed to succeed Mr. Drummy as general passenger 
agent at Los Angeles. 

Major Andrew H. Brown, district transportation officer, 
U. S. Army, Pittsburgh, Pa., will speak on “Transportation in 
War, 1918 and 1943,” at a meeting of the Pittsburgh regional 
chapter of the Association of Interstate Commerce Practitioners 
at the William Penn Hotel March 29. Major Brown is a mem- 
ber of the association. He was for many years transportation 
commissioner of the Cleveland Chamber of Commerce. 


DOCKET OF THE COMMISSION 


March 22—Birmingham, Ala.—Hotel Thomas Jefferson—Exam. Archer: 
28925—Samoset Cotton Mills vs. A. B. & C. et al. 


March 22—Des Moines, la.—Hotel Kirkwood—Examiner Myers: 
MC 72576—P. & W. Truck Lines, Albia, Ia. 


March 22—Washington, D. C.—Examiner Lyle: 
* Finance 14079—Application C. of N. J. to acquire trackage rights 
over lines of Reading Co. and L. & N. E. at Catasauqua, Pa. 


March 23—Columbia, S. C.—Wade Hampton Hotel—Examiner McCaslin: 
MC 29148 Sub. 2—W. H. Hicklin Motor Freight Lines, Columbia, S. C., 
certificate to extend operations. 


March 23—Hope, Ark.—City Hall—Examiner Disque: 
28865—Tol-E-Tex Oil Co. vs. St. L. S. W. et al. 


March 23—Lewiston, Ida.—Fed. Bldg.—Jt. Bd. 169: 
MC 104175—Chapin Transportation Service, Lewiston, Ida., certificate. 
MC 96518—Twin City Buses, Lewiston, Ida., certificate. 


March 23—Omaha, Neb.—Hotel Fontenelle—Examiner Myers: 
MC 5270 Sub. 3—Otoe Truck Line, Nebraska City, Neb., permit to 
extend operations, 


March 23—Washington, D. C.—Examiner Schutrumpf: 
Finance 14099—Application Sheffield & Tionesta for abandonment of 
its line from Mayburg to Sheffield, Pa. 


March 24—Chicago, IIIl.—Morrison Hotel—Commissioner Patterson: 
28000 Sub. 94—Application of N. Y. C. for approval of proposed 
modifications of systems or devices. 


March 24—Chicago, I!l.—Sherman Hotel—Examiner Hall: 
28929—Wilson & Co., Inc., vs. N. Y. C. et al. 
28919—Armour and Co. vs. N. Y. C. et al. 
March 24—Columbia, S. C.—Wade Hampton Hotel—Examiner McCaslin 
and Jt. Bd. 131: 
MC 104213-—W. H. Gibbs & Son, Laurens, S. C., certificate. 
MC 89631 Sub. 3—J. H. Saylors, Anderson, S. C., certificate to extend 
operations. 


March 24—Los Angeles, Calif.Fed. Bldg.—Examiner Armes: 
28861—E. J. Stanton & Son vs. A. T. & S. F. et al. 

March 24—Miami, Fla.—County Court—Examiner Yardley: 
1, & S. M-2171—Proportional rates, Miami-Key West. 


March 24—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 145: 
MC 24930 Sub. 5—Rohweder Truck Lines, Inc., Pipestone, Minn., 
certificate to extend operations. 
MC 24930 Subs. 2 and 6—Rohweder Truck Lines, Inc., Pipestone, 
Minn., certificate to extend operations. 
March 24—Sioux City, la.—Warrior Hotel—Jt. Bds. 145 and 146: 
MC 95392 Sub. 3—Granstra Brothers, Sheldon, Ia., certificate to ex- 
tend operations. 















33rd St. and Huber Pa General Office 
S.Wabash Ave. 8th & Kentucky Sts. 
Chicago WkOM MO) - Me => 4-1-1 35> Loutsville, Ky. 


INCORPORATED 
Dally Refrigerator Service Between 
CHICAGO ATLANTA,GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, . LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting fines serving all points ‘0 Kentucky, Tennessee, Nerth Carolina, South Carolina and Georgia 








TRAFFIC WORLD 


March 24—Washington, D. C.—Examiner Brooks: 
MC 63517 Sub. 8—Petroleum Carrier Corp., common carrier applica- 
tion. 
March 25—Chicago, I!1.—Sherman Hotel—Examiner Hall: 
28860—Pure Oil Co. vs. A. C. L. et al. 


March 25—Jackson, Wyo.—Fed. Bldg.—Jt. Bd. 29: 
MC 104151—M. R. Smith, Jackson, Wyo., certificate. 


March 25—Los Angeles, Calif.—Fed. Bldg.—Examiner Armes: 
28922—Calif. Cotton Oil Corp. et al. vs. Alton et al. 


March 25—Richmond, Va.—State Comm.—Examiner Archer: 
28946—Roanoke-Webster Brick Co., Inc., et al. vs. A. G. S. et al. 


March 25—Riverton, Wyo.—Town Hall—Examiner Lyle: 
* Finance 14070—Application C. & N. W. and C. B. & Q. for abandon- 
of line between Illco and Shoshony, Wyo., etc. 


March 25—Sioux City, la.—Warrior Hotel—Jt. Bd. 54: 
MC 52875 Sub. 2—W. Hunt, Sibley, Ia., permit to extend operations. 


March 25—St. Louis, Mo.—Coronado Hotel—Examiner Disque: 

Fourth Section Applis. 20076 and 20077—Newsprinting ink from Hous- 
ton, Tex., to Little Rock, Ark., and Oklahoma City, Okla.; news. 
printing ink from Beaumont and Houston, Tex. 

March 25—Washington, D. C.—Examiner Mayo: 

MC 36181 Sub. 1—J. T. Harris, Halethorpe, Md., certificate to extend 

operations. 


March 26—Los Angeles, Calif.—Fed. Bldg.—Examiner Armes: 
28914—E. J. Stanton & Son et al. vs. A.“A. et al. 


March 26—Washington, D. C.—Argument: 
Finance 13909—Y. & M. V. abandonment. 


March 27—Chicago, II1.—Sherman Hotel—Examiner Hall: 
Fourth Section Appl. 20214—Grain and grain products between Ia.- 
Minn. and Mich.-Wis. 


March 27—Kansas* City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 60518 Sub. 1—J. P. Melton, Olathe, Kan., certificate to extend 
operations. 


March 27—Kansas City, Mo.—Pickwick Hotel—Examiner Myers: 
1. & S. M-2190—Sugar, Denver, Colo., to St. Louis, Mo. 
March 27—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Disque: 
28910—M. Glosser & Sons vs. P. R. R. 
March 27—Richmond, Va.—Hotel Richmond—Examiner Archer: 
* 1. & S. 5206—Clothing in official territory. 
March 29—Chicago, II!.—Sherman Hotel—Examiner Hall: 
1. & S. 5201—Scrap tin plate between Minn. and IIl. 
March 29—Dover, Del.—Fed. Bldg.—Examiner Hanback: 
MC 14666 Sub. 2—Pennington Oil Co., Sharptown, Md., certificate to 
extend operations. 
MC 75172—O. B. Blades, Preston, Md. 





Classified Advertising 


RATES: $1.00 a Line, Minimum 3 Lines 





HELP WANTED—tTraffic Manager for established manufacturing 
company in the New York area. Prefer man who has had ten years or 
more experience in warehousing, receiving and shipping as well as 
experience in handling traffic problems. College graduate or equivalent 
is desirable. Salary minimum $5,000. Box 104, Traffic World. 





POSITION WANTED—Experienced, responsible head of Traffic De- 
partments, large concerns having nationwide carload and LCL distri- 
bution, having prior carrier experience in transportation, auditing and 
traffic departments, and later engaged as practicing attorney before 
state commissions, Interstate Commerce Commission, Maritime Com- 
mission and the courts, desires permanent connection either as com- 
merce attorney or traffic executive, shipper or carrier. Draft exempt. 
Average income, $7,500 to $12,000 per annum. Box 105, Traffic World. 





FOR SALE—Interstate Commerce Reports from 1887 to 1930. Ex- 
cellent condition. Write H. Grady Chandler, Norwood Building, Austin, 
Texas. 


oe a eS ° 


PASSENGERS 


AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Ruilway Express Agency, Air Express Division. 


For passenger 


information consult any Air Ticket Office or any office of Pan American Airways System. 


PAA “Ss” | 
ACC PAN AMERICAN GRACE AIRWAYS | 


° CHRYSLER BUILDING NEW YORK 


* Connecting with Pan American Airways at Balboa, C. Z.; Cali, Colombia; Corumba, Brazil; and Bueno Aires, Argentina | 


SERVING PANAMA 


COLOMBIA ECUADOR 


PERU 





BOLIVIA CHILE + ARGENTINA 





